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NEWS OF THE WEEK. 


We give below, in a condensed form, the leading news 
items of the week. These items will be found in detail in 
their appropriate columns. 

Meetings this week Chicago & Atlantic; Cincinnati 
Hamilton & Dayton. 

Elections.—Chicago & Calumet Terminal, Alonzo 
Stephens, President.—Chicago, Burlington & Northern, J. H. 
Barr, General Superintendent.—Indianapolis, Quincy & Mis- 
souri, R. B. Pierce, President.—Los Angeles, San Fernando 
& Hueneme, Thomas R. Bard, President.—New York, Lake 
Erie & Western, William J. Murphy, General Superin- 
tendent.—Oregon Railway & Navigation Co., W. H. Hol- 
comb, General Manager.—Pittsburgh, Youngstown & Ash- 
tabula, John Hutchinson, President.—Rocky Fork & Cook 
City, H. S. Davis, President. 

Personal.—Benjamin Thomas resigns the General Super_ 
intendency of the New York, Lake Erie & Western.—H. 8. 
Rowe resigns Superintendency of Oregon Railway & Naviga- 
tlon Co. 

New Companies Organized.—Augusta Construction 
Co. is organized in Georgia.—Eldorado & Southwestern files 
articles in Arkansas.—Eastern Illinois & Indiana Line is in- 
corporated in Illinois.—Elk & Tennessee River is incorpo. 
rated in Alabama.—Grenola, Sedan & Elgin obtains charter 
in Kansas.—Jackson Mound files charter in Tennessee.— 
Los Angeles, San Fernando & Hueneme is organized in Cali 
fornia.—Mead Centre, Cimarron Valley & Trinidad obtain, 
charter in Kavsas.—Northern Dakota & Pacific is incor- 
porated in Minnesota.—Rich Hill Dummy Line files charter 
in Missouri.—Toledo Bridge & Railroad Co. is incorporated 
in Ohio. 

Changes and Extensions.—Arkansas* Arkansas Mid- 
land has been changed to'standard gauge.—California: San 
Francisco & North Pacific will extend road from Sonora to 
Napa. California Central completes branch from Los An- 
geles to Port Ballona. Southern Pacific will build from 
Colton to San Bernardino.—Dakota: St. Paul, Minneapolis 
& Manitoba completes branch from Evansville to Tintah. 
—Illinois ; Springfield & Southern Illinois completes survey. 
Kentucky: Louisville, Cincinnati & Virginia will buila from 
Winchester to Beattyville—Montana : Rocky Fork & 
Cook City contracts for building.—New York: New 
York City & Northern will lay an additional track.— 
New Jersey: Philadelphia & Reading will extend New Jer- 
sey Southern branch.—North Carolina: Georgia, Carolina & 
Northern is grading from Monroe, southward. Oxford & 
Clarksville begins work.—Ohio : Ohio & Northwestern are 
preparing to change road to standard gauge.—Pennsylvania: 
Lehigh Valley & Lackawanna will be extended from Wind 
Gap to Stroudsburg. Chester Valley will be extended to 
West Chester.—Tennessee: Duck River Valley will widen 
gauge.—Nashville & Knoxville is being built between Leb- 
anon and Carthage.—Texas; St. Louis & San Francisco will 
begin work from Paris to Roberts. San Antonio & Aransas 
Pass will begin tracklayiag between Platonia and Yoakum. 
—Washington Territory: Pendleton & Wallula begins 
tracklaying.— Wyoming: Cheyenne & Northern lays track 
from Cheywater to Laramie River. 

Traffic.—Anthracite coal shipment for week ending Aug. 
20 show an increase of 5.4 per cent. over the corresponding 
week last year; bituminous shows increase of 3.6 per cent. 
Cotton receipts, interior markets, for the week ending Aug. 
19, show an increase of 7.7 per cent., as compared with the 
corresponding week last year; shipments show an increase of 
5.2 per cent. Seaport receipts show increase of 7.2 per cent. ; 
exports, an increase of 186.4 per cent. ; cotton in sight is less 
than at same date last year by 46.3 per cent. 
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The Inter-state Law and the Customs. 


New York, Aug. 23, 1887. 
To THE EDITOR OF THE RAILROAD GAZETTE: 
I hand you the accompanying slip from the Boston Trav- 
eller. Aug. 19, which affords interesting matter for reflec” 
tion to railroad men: 


One of the most serious problems which confront the Inter- 
state Commerce Commission is the embarrassment which the 
transcontinental companies are suffering from the inroads 
made into the traffic business by the Canadian Pacific since 
the Inter-state law went into effect. As was predicted, the 
new law, taken in connection with the provisions of the 
treaty of Washington, which permits the transportation 
of goods in bond from points in.one country through the 
territory of the other, back to the country from whith 
consignment was originally made, is found to result 
in a material advantage to the Canadian company. This road 
is, of course, not affected by the provisions of the Inter- 
state law, and so it is able to cut treight rates to figures far 
below thore which are offered by the American roads, It 
looks, however, as if the Commission was powerless, and the 
American roads have no remedy short of a ing to Con- 
gress for relief. The measure for which they will ask will 
be the passage of a resolution directing the President to 
notify the British authorities that the United States desires 
the abrogation of the section of the treaty of Washington 
under which goods can be transported in bond from one 
country through the other, back to the country from which 


they originated. Why not amend or abrogate the absurd | 


provision of the law which causes the trouble ? 
In addition I desire to call your attention to the fact that 
in Section 6 the words: ‘* And any freight shipped from th® 


United States through a foreign country, the through rate 
on which shall not have been made public as required by this 
act shall, before it is admitted to the United States, from 
said foreign country, be subject to customs duties as if said 
freight were of foreign production; and any law in conflict 
with this section is hereby repealed” not only repeal a 
portion of the United States customs law, but make domestic 
goods subject to duty in domestic ports, thus making the 
owner or producer suffer for an act not performed or pro- 
cured by him. 

Is it not better to wipe such an act of Inter-state Commerce 
off the statute books than to try and tinker it into conform- 
ity with our national policy ? 

Nc provision of the act has as yet been enforced. Is this 
for fear of making a case for the Supreme Court, and a prob- 
able opinion by that court declaring the act unconstitutional ? 
The only positive decision by the Commission, so far, has been 
the declaration (re Louisville & Nashville R. R. Co.) in which 
the Commission refuses to interpret the act under which itself 
is created, but says that the railroad companies must observe 
it at their own peril. This suggests the Roman Emperor 
who wrote his laws above the heads and out of sight of his 
subjects, but punished their non-observance thereof with 
death. APPLETON MorGan. 








Worn Injectors. 


BLAIRSVILLE, Pa., Aug. 22, 1887. 
To THz EDITOR OF THE RAILROAD GAZETTE: 

For the benefit of any of our railroad friends who are still 
using the old style Sellers injectors, I would say thst we 
have continually had complaints coming in that these in- 
jectors would not go to work with over 70 or 80 pounds 
steam pressure, very frequently not at that, and when the 
pressure was up to 120 and 1%5 pounds and an injector was 
most needed, they would not gc to work at all. We kept 
overhauling them and putting them back on the engines with 
very poor results. 

In looking the matter up, I found that the injector would 
admit of the steam ram being turned on pretty nearly full 
before it would fly off ; this led me to believe that the steam 
ram, the thread on it, and other parts bad become so worn 
that there was too much steam and water admitted for the 
overflow, and consequently when it got up to a certain pres” 
sure, the overflow not being sufficiently large, a reaction 
must take place. With this idea in view I took one of our 
injectors that would not work with over 60 pounds steam 
pressure under any circumstances, and took the overflow out 
and increased it from \{ to % in., and started the injector 
to work at 125 pounds pressure. We have continued to do 
the same with the other old injectors that would not work, 
and it overcomes the difficulty in each case where the in- 
jector fails to go to work with a high pressure. 

West PEnn Div. 





Technical Graduates in Railroad Service. 


The Stevens Indicator for July publishes the following let- 
ter from Mr. E. B. Wall, Superintendent of Motive Power of 
the Pittsburgh, Cincinnati & St. Louis. The letter was in 
reply to inquiries of President Morton, and expresses with 
great sense certain facts which students and teachers should 
know. 





CoLumsvs, O., July 5, 1887. 
Henry Morton, EsqQ., President Stevens Institute, Ho- 
boken,. N. J. 
* * * The conditions under which graduates of mechanical 


great changes during the past ten years; the difficulty then 
encounte by all technically educated men, was that of 
reconciling theory to practice. Men of practical train:ng 
only held almost all of the employing positions in mechan- 
ical industries, and there was with many of them an aver- 
sion to technically educated men; this was due to the defi- 
ciency of the technical education then given; to the mistaken 
idea of the great value of this education on the part of those 
who had received it, and to the ignorance and sentiment of 
some of the practical men. During the last ten years a great 
reconciliation has taken place, and, asa result, we now find 
that the heads of many mechanical departments and industries 
are technically educated men; these men are anxious to sur- 
round themselves with others who have received the same 
training as themselves, so that now the difficulty which the 
young engineer encounters is not the old-time aversion to his 
education, but to prove that he really has secured the benefits 
of this education, and has sufficient strength of character to 
enable him to acquire the additional practical training, and 
to administer such affairs as may be delegated tohim. The 
first two or three years after the young engineer graduates 
and goes into the work-shop to acquire the practical knowl- 


industry to which he has engaged himself, are, without 
doubt, exceeding hard and irksome, his habits of life are 
changed; he has to get up early in the mornings; the hours 
of labor are fenneanel and the time devoted to meals and 
recreation diminished ; he bas to comply with the rules, 
and in a large industry is very likely to receive but little 
attention from those in whose hands his advancement lies. 
These first two or three years are more a test of a man’s 
png A than of fy technical abilities ; . he + not 
possess the requisite ‘‘ grit” to overcome tendency to 
despondency, he will fail. The training these years give toa 
man’s character is of the test value to him and to his em- 
ployers, and the greater the difficulties that are encountered 
and overcome, the better the man. If he successfully oo 
| through this period, he acquires a stability which will give 
| him and his employers confidence ; he have had oppor- 
| tunity to see where bis technical training could be advan- 





| tageously applied when the occasion for applying it will be | 
will have learned that success is dependent | 
| upon both the respect and g20d will of the men with whom | 
| he is associated in the shop ; and iu all probability, he will | 


| given him; 
have discovered the secret of controiling men. 


any graduate of a technical school cau well afford a period 
of two or three years, to gain and establish a character. 
Young engineers are apt to think that ‘* technical knowledge 
is power,” whereas, the maxim was never intended to be re- 
stricted to one kind of knowledge, and if they want to be- 


come thoroughly possessed of power, they must have not only 





engineering schools commence their life work have undergone P 


edge requisite, together with the detail of the practice of the 1 





All of this teaches the old doctrine, that a man to succeetl 
in this world must have character as well as education, and | increase during the past five years, and this fall it is expected 


technical knowledge, but knowledge of their own and other 
men’s characters, and the more this fact can ve impressed 
upon them in training, the better it will be for them. 

It is gratifying to know that many of the graduates of the 
Stevens Institute have successfully met these uirements ; 
a very good evidence of this is given, for that portion of the 
graduates who have gone into mechanical departments of 
railroads, at the recent Burlington brake trials. These trials 
were so exhaustive that they required a number of techni- 
cally educated assistants to make the observations and keep 
the records of the many different forms of apparatus that 
were used for recording the results. A large portion of these 
assistants were Stevens men, and that they successfully and 
faithfully performed their duties is shown by the character 
of the published reports. Very truly yours, 

EpWAaRD B, WALL. 








Statistics of Sleepers and Rails on German Railroads. 


The fo!lowing tables, prepared by Herr Muskewitz, were 
reproduced in the Proceedings of the Institute of Civil En- 
gineers (London) from the Journal of the Society of German 
Engineers: 

RENEWALS OF SLEEPERS. 








| Number of sleepers removed. 





| miles. Larch or} Other | Total 
Oak. pine. | wood. | (wood). | 108. 






































i 
1880-81 ....| 35.599 1,540,785 |1,487,545| 21,252 |3.049,582) 8,147 
1881-82. ..| 36,171 |1,881,739) 1,635,012| 32.877 |3,549,629) 14.579 
1882-83. ...| 36,947 |2,336,322!1.463,734! 20,686 '3,620,742| 14,818 
1 delet Figures not obtainable. 
1884-85....| 38,685 |2,355,572|1,429,779) 76,119 /3,861,469 29,070 
ee 7 ies ia 
| Number of sleepers laid. = _ 
| number 
Year. | l = 
|Larch or Other | Total worden 
} Oak. | pine. | wood. | (wood). Iron. | sleepers. 
| ating Per cent. 


1880-81! 1.471,973| 1,306,3'8) 214)2,508 505/393,655 17.7 
1881-82 /|1,581.492| 1,140,763) 6,131)2,728,486|/619,272 23.1 
1882-83'1.761,791| 985,187  4,442)2,751,420/710,084 24.0 
1883-84 Figures not abtaivable. 
1884-85 1,730,802 en 119,786 !2,819,364/970,662 26.9 
| | 











TOTAL NUMBER OF SLEEPERS IN USE. 








Length Number of wooden sleepers. 
in 


- Larch or Other 
miles. Oak. | pine. wood: Total. 





End of year. 














1880-81 .. | 25,539 | 31,870 835 | 


1884-85 ....| 38,685 | 31,228,938 


24,402 722 | 632.833 | 56.996,390 
24,423,512 | 613,066 | 56,265.516 
| 















































Percentage 
relative to | 
1880-81 ..| + 8.8 —20 | +0.08 —3.1 | —1.1 
Percentage | 
on mileage) | 
of 1880-81.) +0 | —10.8 | —8.7 |-11.9| —9.9 
Iron sleepers. 
End of year. Transverse. Longitudinal. 
Number. Tons. Miles. | Tons. 
-| 
EE bccked 6. S0ssceee 1,418,241 59,993 | 2,0465 | 203,537 
PEED vaccgoesecns cons 5,743,120 | 260.927 | 3,219.3 | 307,726 
Percentage relative — 
Gis Acces nied +305.0 | +335.0| +57.3/} +651.2 
ercentage on mileage 
GE BERR BL 0050 Genes +-296.2 = +48.5 — 

















In 1880-81, 2,875.5 miles, equal to 8.1 per cent. of the 
total mileage open, were laid with iron sleepers; in 1884-85, 
6,575.7 miles or 17.0 per cent. were similarly laid. 

COMPARATIVE MILEAGE OF VARIOUS SLEEPERS. 








ri 

















| Longi- 
Transverse sleepers. | tudinal | Percentage of 
sleepers. total mileage. 
Year. Percentage 
of ann j Iron. 
sleepers. Trans- | Longi- 
|Mileage. |__| verse. |tudinal. 
| Wood. Iron. | Mileage. 
1880-81..| 96.73 2.43 33,442 | 2,046.5 | 94.10 | 5.76 
1881-82...) 95.39 3 74 3.704 | 2,422.6 | 93.18 | 6.70 
882-83...) 93.51 5 64 34,270 | 2,636.5 | 92.76 | 7.14 
1883-84..| 91.90 7.23 | 34,873 | 2,04573 | 92.10 | 7.81 
1884-85..| 89.97 9.18 | 35,416 | 3,219.3 | 9155 8.32 
| i 








(Small balance of length not accounted for.) 





In substituting steel rails for iron, the section has, on the 
average, been slightly Micreased, as shown by comparison 
of returns in 1873 and 1881: 











Mileage of Average weight 
Year. iron rails. per yard. 
I og. kao cecnd so qceeneensctennces 12,883.6 72.0 Ib. 
23,281.6 71.2 Ib. 
Mileage of Average weight 
Year. stee! rails. per yard. 
Ee ee 73.7 Ib. 
Miccccan + sens ceganseonseeenss 9,312.9 72.0 ib. 
The Freight Traffic of Rochester, N- Y- 
The Rochester Post-Express gives the following sketch of 


the local freight business of the roads centering in that city. 
‘Freight traffic in and out of Rochester has shown a steady 


to be heavier than before. 

An official at the freight depot of the Central and West 
Shore said: ** Over 100 car loads of freight come into the 
city daily by our lines, About two-thirds of this number 
come from the East. The largest —— from that direc- 
tion are of heavy groceries. From the West grain and Chi- 









































cago beef are the principal imports. Of the exports groceries 
to points along the roads fifty miles and further seem to 
stand at the head. Exports of clothing goods are not more 
than holding their own, while the export of shoes seems to 
bave made a large gain during the last five years. We take 
out twelve car loads of beer daily—almost 3,000 kegs—and 
scarcely any of this goes to the West. A little is sent to New 
York, but the great market for Rochester breweries is the 
mining region of Pennsylvania. We receive very little sum- 
mer fruit, most of that coming by express. I do not think 
that I make an exaggerated statement,” continued the official, 
‘*when I say that during the last five years there has been an 
annual increase of Rochester freight traffic of 20 per cent. 
Of course this is largely accounted for by the vast coal and 
lumber trade which has grown up so rapidly during that 
time. In speaking of Rochester exports, 1 did not include 
the 250 or cars of coal and lumber we take daily from 
the Buffalo, New York & Philadelphia and the Buffalo, 
Rochester & Pittsburgh. Most of this, of course, goes to 
Charlotte and up the great lakes. Outside of this, however, 
the strictly local business is increasing rapidly. We now 
employ over 125 men in the freight house for the handling of 
local freight.” 

The Buffalo, New York & Philadelphia brings 80 cars 
loaded with coal, lumber and oil into Rochester daily, and is 
short of rolling stock. 

On the Buffalo, Rochester & Pittsburgh 200 car loads of 
coal pass through this city daily and from 25 to 30 car loads 
of lumber. Most of the lumber brought here is hemlock. An 
official of that road said to the reporter : ‘‘ Rochester is be- 
coming almost as great a place for middle men and commis- 
sion merchants as Buffalo. They buy produce along the 
lines of the B., N. Y. and P. and our road and ship it to New 
York and Boston by the trunk lines.” 

Freight traffic on the Erie is uiusually heavy for this time 
of year. Fully 100 car loads a day come into the city, and 
from 50 to 60 carry merchandise away over this line. The 
chief imports by that road are ice, coal, lumber and pig iron. 
Nine car loads of ice daily are brought to this city by this 
road alone. 

The local business on the canal exceeds that of Jast year 
75 or 100 per cent. Thus far in the season 200 more 
clearances have been reported than during the entire season 
last year. For the month of July about 100,000 tons of 
canal freight have been left here and 50,000 tons have been 
exported. 








English Passenger Locomotive. 


The accompanying engraving represents a locomotive ex- 
hibited at the Royal Jubilee Exhibition of Railway and Min- 
ing Appliances now being held at’ Newcastle on Tyne, The 
engine was built by Messrs. Robert Stephenson for the London 
& Southwestern Railway (England) from the designs of Mr. 
William Adams, the locomotive engineer of that line. This 
is the 2,650th engine built by the firm. The memorable 
** Rocket ” was the nineteenth turned out.* 

The engine has outside horizontal cylinders, four coupled 
wheels and a four-wheeled truck. The latter is of the pattern 
generally used under locomotives in England, and patented 
by Mr. Adams, the designer of the engine. The truck is cen- 
tre bearing and has lateral motion and may be thus described. 

The engine rests on a rubber pad about 4 in. thick and 24 
in, diameter, and this in turn rests on a saddle free to slide 
laterally on the truck transoms. The amount of lateral 
motion is controlled by horizontal rubber side springs, which 
tend to keep the saddle central, and thus perform the same 
office as the links on a swing beam truck.+ 


The principal dimensions of the engine illustrated are as 
follows: 


Cylinders, djameter and stroke............0.e000.00+ 18 x 24 in. 
Driving wheels, diameter on tread, new ...... . .... 7C in, 
Truck = - - eT Bas Gals, ae aicae 40 ir. 
Tender ~ <s = Tee ‘hehGle haves te 4534 in. 
eee 16u tbs. 
Tractive power per lb. average pressure on pistors 100 Its, 
TOME cose ccccsccraccecanes saseences 9 f°. 114 in. 
ON ET IIo nsivccni wade asesacdsconsincas cee 8fc. Gin. 
oa - MSCS cg) Kiesnscetncacces iavaany se 27%. © in. 
6% = sn naan vukebe Laueiaoe . 21 ft. 31% io. 
ie i le ata is anche oe asivgoge tise 41276 bos . 18%. 0 in. 
-. 2 Banana Ghd tender? ..... 00. ceiccccesse 43 ft. 4. in, 
Over=buffers, * Br wate quale, caine ura sibiesa 51 ft. 1034 in 


Weight in working order: 





ie, A 34,048 Ibs. 
Ae ea B.S haeaees 33,600 Jbs 

. | OR Cee ee 37,072 tbs. 
Re Re re eee ee Lee ey mae Tere eee 104 720 Its. 
Gy eee oie = sccbna shui wbssene easienan: awenaen 67,424 lbs, 
172,144 ibs. 

Contents of tender tank........ ....... pidanesed does 3,460 gals. 


As will be seen, the engine is remarkably graceful and neat 
in appearance, the easy curves of the dome, crank pin, splash- 
ers, etc., adding considerably to the general effect in a very 
inexpensive manner. 

The engine is fitted with the Vacuum brake on driving and 
tender wheels. Single slide-bars with a wrought-iron cross- 
head with cast-iron rubbing pieces are used. The main end 
of the connecting rod is forked and fitted with a block and 
pin, a very usual arrangement on English engines. The 
coupling rods are of steel with bushed ends. The driving and 
tender springs are 48 in. span. The driving boxes and rub- 
bing pieces are oiled from siphon boxes fixed to the side of 
the fire-box.. The links and eccentrics can be conveniently 
oiled from the step shown near the guide yoke. The tender 
has a foot board aid hand rail which is convenient in switch- 
ing and for oiling the tender boxes should they heat while 
running. Practically all the important bearings can be con- 
veniently oiled while the engine is running. 

Engines with precisely similar boilers, cylinders, valve 
motion, etc., but with different diameters of wheels, are used 
on the London & Southwestern for different kinds of traffic. 
Thus some engines with 67-in. wheels and fitted with sid® 
tanks are used for suburban passenger traffic. The weight 
of the tanks, coal bunker, etc., more than compensates for 
the saving due to the smaller truck and driving wheels, and 
their total weight in working order is 113,700 lbs. Another 
class of engine is created by substituting 7 ft. wheels for the , 
6 ft. 6 in. wheels shown in the engine illustrated. The last- 
named dimension is, however, preferred, as the engine can 





* Some particulars of the early engines were given in the 
Gazette, Nov. 19, 1486. 

1A fuller description and illustrations of an Adams truck will be 
ound in Recent motives, page 44, and plates 193 to 196, 
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Exhibited at the Royal Jubilee Railway and Mining Exhibition, 188 





EXPRESS PASSENGER LOCOMOTIVE, 
Designed by W. ApAms, Locomotive Engineer London & Southwestern Railway. 





Built by Messrs. Rost. STEPHENSON & Co., Newcastle-on-Tyné. 











Avaust 26, 1887] 


THE RAILROAD 


GAZETTE. B53 










































































LOUGHRIDGE’S FREIGHT TRAIN BRAKE. | 


then run with.either ‘an express or a stopping train The 
engines with 7-£t.;wheels are, of course, best suited to long ex- 
press runs without stopping. 

The present writer had the pleasure of having a ride on 
one of the latter engines, when running an express train, 
from Waterloo {the London terminus) to Basingstoke, the 
first stopping place, 471 miles distant. The first few miles 
out of London are through Clapham and a maze of other 
junctions, where the-array of signals requiring implicit 
obedience is incessant, and bewildering to any but an ex- 
perienced eye. The road is four tracked for the first ten 
miles and double tracked to the terminus, Plymouth, 230 
miles from London. The line as far as Basingstoke has few 
curves and the grades are moderate, 18, 21 and 32 ft. per 
mile being the only grades of any length. The schedule 
time for the 47!/ miles is 1 hour 5 minutes, but owing to the 
crowd of passengers causing a late start, it was run in 1 hour 
214 minutes, and could have been done in fully 1 minute 
less. The schedule time to Exeter, 17014 miles, with seven 
intermediate stops, is 4 hours 12 minutes, which gives a 
‘* journey speed ” (including stops) of 40.6 miles per hour. 
As the greater portion of the line beyond Basingstoke has 
long grades of 70 and 75 ft. per mile and many curves, this 
is a good performance. . 

The.train consisted of 14 vehicles, two of which, known in 
England as ‘‘ bogie carriages,” were carried on two four- 
wheel trucks; nine were six-wheeled rigid wheel base and 
three four-wheeled carriages. The total seating capacity of 
the train was about 492 persons, and about 24 tons of bag- 
gage. The weight of the whole train, including engine and 
tender, was 267 gross tons, or 598,000 Ibs, 

The engine was fired with a heavy fire nearly level at the 
back end with the fire door. The engineman and fireman 
stated that the coal was unusually bad and dirty, but the 
engine steamed well, blowing off at 160 lbs. at intervals, 
The engine was provided with a brick arch and deflector 
plate, and an internal fire door with adjustable opening 
This fire door was kept open the whole way, giving about 
1 .sq. ft.,0f opening for the admission of air above the fuel. 
Tbe current of air seemed to meet the sparks as they jumped 
up fromthe burning coal, and either burn them or throw them 
down again on the fire. No sparks appeared to be emitted 
from the chimney, and the smoke-box at the end of the run 
contained only some inches of flaky ashes, evidently calcined 
slate, etc., and not half burnt coal. One injector was on the 
whole distance.and the other was applied at intervals. The 
engine was fitted with a peculiar blast pipe, the invention of 
Mr. Adams, and largely used on several English roads. It 
appears to make an engine steam better and to create a more 
even draft through all the tubes, which has a correspondingly 
good effect upon the fire. 








The Alabama Color-Blind Law- 


Last winter the Alabama Legislature enacted the only 
really good Jaw to prevent the employment of color-blind 
men by railroads which is nqw on the statute book of any 
state in this country. * * The only other states having 
any law on-this subject aré Massachusetts and Uhio} and in 

frequently dis- 


both cases ‘the law is ineffective in iteelf,and 


the communications between the valve and the main air 
pipe, the pressure reservoir and the brake cylinder. The 
piston rod f of the brake cylinder is usually connected to a 
lever G, having a rod q leading to the braking devices of one 
| truck, and the lever G is connected by a rod e to a lever G’ 
at the opposite end of the cylinder, which is connected by a 
| rod g’ to the braking devices of the other truck. 
| Ina properly acting brake the pressure of the brake shoe 
| upon the wheel should be somewbat less than is necessary to 
| overcome the adhesion of the wheel to the rail, otherwise the 
wheel will, in the event of excess of pressure, be cuused to 
slide upon the rail, or in case of insufficient pressure will not 
have its movement properly retarded. As the adhesion of 
the wheel to the rail is dependent upon the weight of the car, 
it will be seen that the ordinary air or vacuum braking ap- 
paratus, having a single brake cylinder, must necessarily fail 
| to properly actuate the brakes in a train composed in part of 
light and in part of heavy cars. For instance, in a freight 
| train made up of cars, some of which are loaded and some 
empty, or some -loaded with heavy freight and some with 
light freight, as uniform pressure is exerted upon all of the 
| brakes, it follows that if the pressure is such that the brakes 
| exercise the maximum retarding effect on the wheels of the 
| heavy cars, the wheels of the light cars will be locked, while, 
| on the other hand, if the pressure is low enough to prevent 
| locking of the wheels of the light cars, no proper braking 




















| effect will be exerted upon the wheels of the heavy cars. in 
| this invention, therefore, two brake cylinders of different 
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regarded altogether. £In our own commonwealth the ‘‘ com- | 
petent person” stipulated by the law is usually a railroad | 
employé himself, who has neither the knowledge nor the ex- 
perience which would enable him to test men for defective 
vision or color blincness; and often there is no examination | 
at all, engineers, firemen and others who have no certificates 
whatever being empioyed. More than once it has happened 
in this state that a conductor or a gateman has been dis- | 
charged under our law, after long and faithful service, al- 
though his sight was quite sufficient for the duties of his 
rosition. | 

The first examinations under the Alabama statute are now | 
nearly completed, and many erroneous reports have | 
circulated in the newspapers as to the working of the law. | 
it was, for example, telegraphed all over the country that | 
one of the examiners had run away from his duty 
on account of the hostility of railroad employés. 
The railroad employés in Alabama _ have not} 
opposed the law; but the railroads, while submitting readily 
to the examinations, have contested the payment of the ex- 
aminer’s fees, holding that the men themselves, instead of the 
railroads, are bound to pay them. The State Board of | 
Health mtend to settle the matter by a suit in the Superior | 
Court. One road [the Nashville, Chattanooga & St. Louis), 
a small part only of its road lying in Alabama, contends that, 
under a special charter, it isexempt from the operation of 
the color-blind and defective-vision law, and this contention | 
also will besettled by a judicial decisicn. The reported flight | 
of an examining pbysician comes to this: He suspended his 
examination in one part of the state in order to attend a 
meeting of the board of examiners; and the road concerned. | 
between whom and bimself there bad been some friction, 
took the extraordinary step of suing out a mandamus in or- 
der to compel him to coutinue the examination. This action 
was, of course, intended simply as an annoyance, and it 
came to nothing, 

It is clear that the success of the Alabama law is assured. 
The difficulty with the railroad companies will be settled by 
judicial authority, and it does not touch the substance of the 
law. The only opposition that would be dangerous is that of 
the employés themselves, and no such opposition has been en- 
countered. The Alabama railroad men have been wise 
enough to see that they need protection from their fellow- 
employés more even than the general community, inasmuch 
as they are continual and not merely occasional travelers.— 
Boston Post, 








Loughridge’s Freight Train Brake. 


Mr. J. E. Loughridge, of Baltimore, son of Mr. William 
Loughridge, whose air brake has been long used on the Bal- 
timore & Ohio, sends the drawings and descriptions of a 
device for the use of cylinders of different areas for freight 
train brakes. The object of the invention is to so construct 
an atmospheric or vacuum brake that the power of the 
brake can be graduated to accord approximately with the 
weight of the car, whereby the force applied to the brakes, 
while sufficient to exert the maximum braking effect, will 
not be such as to lock the wheels and cause skidding. 

In the accompanying cuts, fig. 1 is a view of sufficient of 
the braking mechanism of a car to illustrate the device, and 
figs. 2, 3 and 4 are views representing, in different positions, 
a multiple way cock, forming partof the apparatus. The 
device is shown as applied to the automatic brake mechan- 
ism, although it may be applied to the simpler forms of at- 
mospheric brakes, or to vacuum brakes as well. 

In the drawing, A represents the main pressure pipe ex- 
tending beneath the cars of the train, B the auxiliary press- 
ure reservoir under the car, Dthe brake cylinder, /' the 
triple valve, and a, band dd’, pipes forming, respectively, 





area are provided, either or both of which may be placed in 
communication with the pressure or vacuum pipe, the large 
cylinder being used to actuate the brakes if the car is loaded 
or heavy, and the small cylinder being employed if the car is 
empty or light, or both cylinders being used if the car is ex- 
cessively heavy. 

In the illustrations J represents the supplementary cylin” 
der of contracted area, the piston rod h of this cylinder 
being provided with a cross head i, which is connected by 
rods j to a second cross head i’, the latter being connected by 
a link K to the lever G of the brake actuating mechanism. 
The pipe d is connected to one branch of the casing of a mul- 
tiple way cock M, another branch of which is connected to 
the pipe d’, leading to the main brake cylinder D, while a 
third branch is connected toa pipe k, leading to the supple- 
mentary cylinder J. The plug of the cock M has a through 
port with a lateral branch, so that when it is adjusted to the 
position shown in fig. 2, the cylinder D only isin operation, 
while when the plug is adjusted to the position shown in fig. 
3, the cylinder J only is in operation, and when the parts are 
in the position shown in fig. 4 both cylinders are operative. 

The plug of the cock bas an arm m, provided with an 
operating rod n extending to the side of the car, so that the 
brakeman or conductor of the train can easily adjust the 
cock of esch car to either of the positions shown, the adjust- 
ment depending upon the character of brake action best 
suited to said car. 

The multiple way cock shown provides for three different 
degrees of pressure upon the brakes, with uniform pressure 
in the air pipes. In practice, however, at least so far as 
freight cars are concerned, but two degrees of pressure will 
be required, one being that necessary for a loaded car, and 


| the other that demanded for a light car, hence an ordinary 


three way valve, whereby the pipe d may be placed in vom- 
munication either with the pipe d’cr the pipe k, may be 
substituted for the valve shown, or a multiple way cock may 
be dispensed with altogsther, and the pipes d’ and k simply 
provided with ordinary stop valves. The multiple way cock 
is preferred, however, because when it is used, there is less 
likelihood of both cylinders being cut off from the pipe d, 
through carelessness on the part of the attendant, than there 
would be if a separate stop valve was used in each pipe. 

It will be observed, on reference to fig. 1, that the piston 
rod f basa longitudinal slot S for the reception cf the pin s/ 
of the lever G, and that the link K has a similar slot t for 
the reception of tbe pin t’ on the cross head i’, the pin s’ 
being at the inner end of the slot S, and the pin t’ at the outer 
end of the slot t, when the pistons in the cylinders D and J 
are retracted. By this means the movement of the piston in 
one cylinder does not cause a corresponding movement of the 
piston in the other cylinder, the link Ksliding on the pin ¢’, 
when the lever G is operated by the push of the piston rod F, 
and the pin s’sliding in the slot S, when the lever G is oper- 
ated by a pull upon the link K. 

When both cylinders are in action, the pin s’ may be con_ 
fined in position at the inner end of the slot S by means of a 
key w passed transversely through the piston rod f beyond 
the pin, as shown by dotted lines in fig. 1, and similar means 
may be adopted for effecting the rigid connection of the 
cross head i’ to the link K, in addition to or in place of the 
rigid connection of the lever G to the red J, as also shown 
by dotted lines in fig. 1. 

Fig. 5 shows a more compact arrangement, but with pro- 
vision for but two different pressures. 


Prices of fron and Steel from 1885 to 1887, 











A table showing the prices by months, of eight leading prod- 
ucts in iron and steel, from January, 1885, to Aug. 12, 
1887, is published in The Bulletin of Aug. 17. We re- 
produce it somewhat condensed. 


The statistics which we bave collected and published show 
that the production of pig iron, Bessemer steel, Bessemer 
steel rails, and open-hearth steel in this country in the first 
six months of 1887 was larger than in the last six months of 
1886. These figures indicate that the wave of activity which 
took up and carried along our iron and steel industries in the 
closing months of 1885 has not yet commenced to recede, 
Production has increased rapidly from 1885 tc 1887, How 
Have prices been affected in this period / 

The following table, compiled from the records of the 
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American Iron and Steel Association, gives the range of 
prices from January, 1885, to August, 1887, averaged from 
weekly quotations. 








| tending to illustrate the direction taken recently by invest- 


Railroad Capitalization. 
Two weeks ago Bradstreet’s published a study of the 
bonded indebtedness and capital stock of certain railroads 


ments in railroad building and the relations between the in- 
crease of mileage and that of capitalization. The first com- 
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= : Roads. 4 884. 
This table admits of but few generalizations. It shows, | 12 Granger........ ..... ..... + 10.4 +171 + 18.2 
however, that all prices were higher at the inning of 1886 | =0 Central Western........ .... + . + 5.0 + 83 
than at the beginning of 1885, and higherat the beginning of | 2 | eae wet te 8 te tee eee eens ‘.. “4 oe 2 ae 
1887 than at the inning of 1 Since the early|1§ southera 3 i1 t 68 "64 
months of 1887 all prices haye fallen, the decline“ Southwestera.....7..... 00) L2a0 L408 ana 
beginning in March, from which decline no noteworthy! 4 Far Western................. + 43 + 58 + 16.5 
recovery since taken place except in old iron, which has |—— ee —_———— Seen 
advanced over $2 per ton since May. All kinds of pig iron | 72 FOB. .cccecccrscs cece + 6.0 + 12.9 +15 


are, however, firm at present quotat 








The Washington Accident. 





The diagram herewith shows the locality of the derail- 
ment on the Baltimore & Ohio in Washington, D. C., Aug. 
17. A passenger train of 7 car's from the West, about 6.30 
a. m., came down the 1 per cent. grade at such a high rate 
of speed that on entering the sharp curve connecting the Met~ 
ropolitan and the Washington branches at I street and Dela- 
ware avenue, the whole train except the last 3 cars left the 


| 1887, and at the end of 1886 for 98 roads. The percentages 


ions, and the same is true| pepcenraGEs DIFFERENCES, STOCK ourerauemea 
of steel rails. The outlook for the remainder of the year is | *"Y : 


favorable. Consumption continues very active. | 


| ——1887 compared with— — 
Roads. 1886. 1885. 1884. 

Oe CO. a csvasens cocme: a Smee + 15.9 +14.6 
20 Central Western............. + 18.7 + 14.0 +158 
5 Eastern....... — 58 — 3.6 — 52 
SS ee ee + 23 + 1.0 
18 Southern... .. .... + 3.7 + 9.8 + 13.5 
9 southwestern + 1.7 + 23 + 99 
4 Far Western ...... .. — 8 + 16.6 + 16.0 
72 ee ine 2 Ee + 6.4 + 8.4 


parison was of the situation at the end of the first half of 


| of change in bonded debt and share capital are shown in the 
following table: 











Stock. 
Bonds. Inc. or dec., 
Roads. Inc., per cent. per cent. 
nnd 5 ads etbeakes 11.9 + 12. 
Central Western. 2.7 + 14.0 
° Py — 43 | 
|Trun Line........ er 7 soos | 
RN 1.0 +18 | 
Southwestern........... .. 10 22.1 + 17 | 
ae 5 5.7 + 2 
Mccckonscenceegeacs 98 74 + 34 


A comparison was made for 72 roads for 1884, ’85 and ’86 
with 1887, as follows: 
PERCENTAGES DIFFERENCE BONDED DEBT, 72 ROADS, FOUR YEARS. 
-———1887 compared with——— 
1886. 1885 1 
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72 ROADS, FOUR 








Naturally the greatest expansion has been found in those 
groups where construction has been most active. 


Tt will be noted that the increase chien ay to the creation 
of new bounded indebtedness has pr ed in a much great- 





track and crashed into the brick signal tower, demolishing 
it. The signal man jumped out of a window and escaped | 
with a broken arm. The engineman was killed and 16 pas-| 
sengers and 1 trainman were injured. The train was equipped } 
with the Loughridge air brake, which, it will beremembered, 

was in use on the train that was wrecked on this road at Re- | 
public, O., last January. The road has within a few months | 
contracted with the Westinghouse Air Brake Co. for the equip- | 
ment of all its passengerjtrain vehicles with the Westinghouse | 
automatic brake, but the train was not so equipped. | 
The reports say that there were but two brakemen on | 
the train, and that one of those was the baggageman; that the 
air brake failed and that the engineman sounded the whistle 
for hand brakes to be applied at Queenstown. which is about | 
2, miles from the scene of the accident. It will be seen from | 


| able influence during the past few years, the effect of which | 


er ratio than the issue of new share capital. As against an 
increase of 15.8 per cent. since 1884 in the aggregate 
bonded debt of the 72 roads included in the comparison for 
four years, the increase of their stock for the same period has 
been but 8.4 per cent., or little over one-half. This is, in a 
measure, indicative of the changed conditions under which 
the present development in railroad building is conducted, 
the new lines being mainly extensions of established corpo 
rations built upon proceeds of bonds, avd, save in some note- | 
ble instances, where stock has been issued and 
scribed for a similar purpose without 
share capital. 





sub- 

increasing the | 
Another matter which has had consider 

it would be seen was somewhat contrary to that of the build- 
ing of new lines, is the reorganization of bankrupt roads, and | 
the exchange of the discredited securities into those of the 

new organizations formed to take the properties. A marked | 
tendency in this connection has been to decrease the burden | 
of fixed charges by diminishing the amount of bonded debt | 
created in the reorganization and increasing the class of cap- | 


| ital upon which the payment of charges 1s not obligatory. | 
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the diagram that the curve where the train left the track is 
400 ft. radius. The grade (52.8 ft. per mile) extends from 
Queenstown to the junction, and arcording to the time-table 
of the road this train runs that distance (including the sharp 
curve), makes the stop, and starts to back into the depot, all 
in three minutes, which shows that the habitual speed is high. 
One of the witnesses at the inquest, whose words seem.to have 
been moderate and careful, testified that he judged, as he 
stood in the street, that the train passed him at 50 or 60 miles 
an hour. It will observed that the train passed safely over a 


| free application of the reorganization process results in a 


18 
| Ronde Gebt.:... ...icsicves luis 12.9 15.8 
.| Stock outstamding.... ...... 6.4 8.4 
crease in earnipgs, 6 months 18.0 16.8 
th aati a 5 comes tne Ris sss sweats ai 8.2 8.9 
| Inerease in earnings per mile, 6 months.. 11.0 9.1 72 


| The influence of this tendency is well exhibited in the case of | 


the Central Western group, several roads included in the class | 


| having been reorganized, with the result that while the share | 
| capital of the 


group has increased 15.8 per cent. since 1884 | 


| the bonded debt gains but 8.8 per cent. in the same period. 


In fact, the group, owing to this tendency in connection with | 
reorganizations, reverses the tendency of the country at large 

referred to above. Results of a somewhat similar character 
are exhibited in connection with the Eastern groups, where a 





| 
| steady decrease in stock and reduces the expansion in bonded | 


| indebtedness in three years to a minimum of 1 per cent. } 


Considering the separate groups the lead is taken, as| 
| respects the increasd in boned debt, by the Southwestern | 
group, and corresponds to the great activity in road building | 
which has prevailed in that section, resulting, as it has, man | 
| expansion of bonded debt to the extent of 5S er cent. over | 
| that of last year, and 41 per cent. since 1884. Next in order | 
| come the granger or Northwestern lines, with an expansion as | 
| respects bonded debt of 18 per cent. since 1884. At the same | 
| time the building of lines by the issue of new stocks 1m place | 
| of bonds has been most prevalent in this group, and results | 
in a gain in stock of about 15 per cent. in the past three 
years. * * * The Southern group shows in capitalizaticn | 
| an average increase proportionate to the development of | 
| railroad interests in that section, the somewhat larger gain in 
| stock being due to the effects of reorganizations as above re- 
ferred to. 
These results are compared with the record of earnings and 
—— as given in the report of earnings for the half year 
| for substantially the same roads, whicb are as follows: 


} —P.c. ioc , 1887, over— 
1886. 85. 1884 





It will be seen that the increase in share capital and mile- 
| age keeps pace very closely, but, on the other hand, the bond- 
| ed debt, while increasing at a ratio below the gain, either in 
| gross earnings or earnings per mile, so far as the present year 
| is compared with 1886, rises when the comparison is extend- 
| ed to three years ago to an increase of 15 per cent., as against 
| an increase of nearly the same amount in gross earnings, and 
| but half as much in earnings per mile. 
| As these figures are drawn from only 72 roads, and as the 
| returns of securities issued or obligations assumed in the 
| current year are necessarily incomplete, it is not pretended 


| that the showirg is more than indicative of the tendency. In 
the nature of things it must be subject to modification by 
fuller information. 








The Big Sandy Sand-Drier. 


The illustrations represent a form of stove which has bee 
devised specially for the purpose of drying sand for use on 
locomotives, or where it may be found necessary for con- 
structive uses. The engravings exhibit the drier partially in 


| sand to run out. 








curve of 675 ft. radius, 


section, to show the internal construction, and in perspective 


showing its external appearance. It consists substantially of 
a cast-iron stove, 18 in. in diameter and 40 in. high above 
the grate surface. Surrounding the grate, and extending 
upward to the top of the apparatus, is placed a cone of wire 
cloth (of No. 12 wire, 2144 meshes to the inch). An outer 
casing of No. 14 sheet-iron (36 in. in diameter) surrounds the 
netting, leaving ample space between for the reception of the 
wet sand. At the bottom of the stove is a perforated base- 








Section. 





Elevation, 


THE BIG SANDY SAND DRYER. 


plate. The cone of wire netting provides a very large heating 
surface (about 30 square ft.), and the wet sand, which is fed 
in at the top, is rapidly deprived of its.moisture, and as it 
dries talls through the wire netting and perforated base-plate 
to the floor. A hopper, placed near the base of the drier, 
facilitates the motion of the sand, obviating to this extent 
the necessity of frequent shaking or poking to cause the dry 
Fuel is supplied through the hopper at the 
top of the stove. Any further information can be obtained 
from F, Jordan, 200 Broadway, New York. 








The Scarritt Car Chairs. 


The accompanying illustrations represent a form of car 
chair made by the Scarritt Furniture Co.. of St. Louis. 

Several varieties of their chairs were shown at the recent 
Master Car-Builders’ Convention. ‘that shown in our illus- 
trations is known as No. 6, and has a self-adjusting head rest, 
adjustable reclining back and adjustable foot rest. 

The following advantages are claimed for this style of 
chair: 

Though the seats are larger these chairs permit a wider 
aisle, because they can be placed nearer the car sides without 
interference with the steam pipes. The spring pillow head 
rest is self adjusting, and supports the head in luxurious ease, 
conforming to every change in position. It is always in just 
the right place, The adjusters are on both sides of the seat, 
by far the most convenient location, while in other chairs 
they are in the most awkward places. The adjusters can 
be reached while the occupant is recumbent, without moving 
a muscle of the body, and act in combination with powerful 
righting springs which tend to throw. the back forward and 
assist the occupant to rise or change position—no crushing 
of firgers—the occupant cannot injure himself in operating. 
The foot rest is a simple, practical contrivance, adjustable 
at any angle desired, and that can be placed in position or 
put away beneath the chair in an instant. A heel rest or foot- 
stool (in addition to the foot or leg rest at front of chair) is 
attached to the rear of chair—another source of comfort and 
convenience. The chair can be made either to revolve or re 











-_ ee "se 


vr, 


VW eee OS 


x 
s 





AUGUST 26, 1857] 


THE RAILROAD 


GAZETTE. 


855 








Kel 
ge 


vo al 
aT 

cane 14 ORE 
eae | 

4 


ADJUSTABLE CAR CHAIR, 


Made by the Scarritrt FurnNITuRE Co., St. Louis, Mo. 


main stationary. The locking device is simple and appears 
likely to be durable and easily worked. 

This chair, as shown at Minneapolis, was certainly very 
comfortable anda considerable improvement on too many 
chairs to be met with in parlor cars. 








Train Accidents in July. 


COLLISIONS. 
REAR. 


3d, a m.,on Chicago & Atlantic, near Laketon, Ind., 
car in a freight train jumped thetrack. The shock brok 
the train in two, and the two sections ran rapidly down a 
grade and came ioto collision at the foot, derailing and 
wrecking 20 cars, aud damaging a bridge. 

8d., on Galveston, Harrisburg & San Antonio, near Fort 
Hancock, TFex., a freight train ran into some cars that had 
broken loose from a preceding freight, damaging engine, 
caboose and three cars. 

4th, night, on Milwaukee, Lake Shore & Western, near 
Bessemer, Mich., an extra engine, with a caboose attached, ran 
into the rear of a passenger train, which had been stopped for 
the purpose of collecting fares, there being a large crowd on 
the train. One trainman and 4 passengers were injured. 
The rear car of the train, which was a sleeper, caught fire, 
but the fire was soon extinguished. 

5th, on Galveston, Harrisburg & San Antonio, near El 
Paso, Tex., freight ran into rear of another freight, wreck- 
ing the engine and 10 cars. 

7th, on Chicago & Atlantic, near? Decatur, Ind., a light 
engine ran into the rear of a freight, derailing 10 cars. 

7th, night, on New York, Lake Erie & Western, near Port 
Jervis, N. Y., freight ran into some passenger cars which 
had been pushed afoul of the main track by a train switch- 
ing at the other end of the side track on which they stood. 

lith, on West Jersey, near Pitman, N. J., passenger train 
ran into rear of freight, derailing several cars. 

11th, p. m., on East Tennessre, Virginia & Georgia, near 
Lumber City, Ga.,a passenger train ran over a misplaced 
switch and into some cars of lumber standing on a side track, 
The fireman was hurt. 

1ith, p. m., on Brooklyn Elevated, in Brooklyn, N. Y., an 
engine in charge of an inexperienced runner ran intoa stand- 
ing passenger car, derailing it. 

14th, on Denver & Rio Grande, near Pueblo, Col., pas- 
senger train ran into the rear of a freight, badly damaging 
the engine and injuring three trainmen. 

14th, night, on the joint track of the two roads at Fair- 
field, Ind., a Chicago, St. Louis & Pittsburgh freight ran in- 
to the rear of a Lake Erie & Western freight ahead of it, 
wrecking the caboose and damaging the engine. 

16th, early, on Rochester & Pittsburgh, near Warsaw, N. 
Y., freight ran into rear of preceeding freight, wrecking 
several cars. 

16th, a. m, on Missouri Pacific, near St. Louis, Mo., 
senger train ran over a misplaced switch and into a freight 
car, injuring one passenger and one trainman. 

17th, night, on Pittsburgh, Cincinuati & St. Louis, at 
Hagenbacht, Ohio, freight ran into the rear of a ing 
freight, wrecking the caboose, and a car-load of Wild Cherry 
Bitters, both of which took fire and burned up. 

18th, on Atlantic & Pucific, near Peach Springs, Ariz., a 
passenger train ran into the rear of a freight, damaging the 
engine and three freight cars and killing the fireman. 

19th, on Missouri Pacific at Effingham, Kan., freight ran 
into rear of preceding freight, killing one trainman and in- 
juring three. 

20th, on Norfolk & Western, near Petersburg, Va., 
freight ran into rear of preceding freight, badly damaging 
ten cars. 

21st, night, on Cincinnati, New Orleans & Texas Pacific, 
near Sadieville, Ky., a passenger train ran into the rear of a 
freight standing on a high trestle, wrecking the caboose. 

25th, on South Western of Georgia, at Rutland, Ga., : 
senger train ran over misplaced switch and into a car-load of 
melons, damaging the engine and the melons badly. 

25th, on Chicago, St. Paul, Minneapolis & Omaha, at 
Cumberland, Wis., a passenger train ran over a misplaced 
switch and ran into a freight train standing on the siding, 
killing engineman and fireman and injuring the 
master. 


26th, on East Tennessee, Virginia & Georgia, in Atlanta, 
Ga., freight train ran into an engine in the yard, killing fire- 


man. 
27th, a. m., on New York, Lake Erie & Western, at 
Spring Valley, N. Y., a passenger train of the New Jersey 





& New York road ran over a misplaced switch and into some 
freight cars standing on the side track. 

28th, a m., on Delaware, Lackawanna & Western, at 
Foster, Pa., a fast freight ran into the rear of a local freight 
standing at the station, wrecking the engine and caboose. 

29th, a. m., on Baltimore & Ohio, at West Newton, Pa. 
passenger train ran into the rear of a freight which had 
stopped on account of a broken eccentric rod. It is said the 
air brakes failed. The engineer and fireman of the freight 
were under the engine at the time of the collislon. The en- 
gineer was killed and the fireman fatally hurt. The fireman 
of the passenger train was alsoinjured. 

30th, on Toledo & Ohio Central, near Johnstown, O., some 
cars of a freight train broke loose as it was ascending a 
= and ran back into a following freight, making a bad 
wreck. 

30th, p. m., on Pittsburgh, Fort Wayne & Chicago, at 
Lawrence, O., a freight train ran into the rear of a passenger 
train, demolishing the rear end of the latter and injuring 8 
passengers, 

BUTTING. 

Ist,on Ashtabula & Pittsburgh, at Warren, O., butting 
collision between two freights, wrecking both locomotives 
and several cars. 

2d, very early, on Missouri Pacific, at Lamonte, Mo., but- 
ting collision between passenger train and freight. The 
freight took the side track for a preceding section of the same 
passenger train; it was too long to stand on the turnout all at 
once and so had to pull ahead on the main track to let the 
passenger by. This was done ap ntly without sending 
out a flag. One engineman was killed, three other train- 
men hurt. 

4th, on Louisville & Nashville, near Birmingham, Ala., 
butting collision between a passenger and a freight train. 
wrecking both engines and several cars. Four trainmen 
seriously and three passengers slightly injured. 

5th, a. m., on Maine Central, at Farmingdale, Me., butting 
collision between 2 passenger trains, badly damaging both 
engines and a mail car, and injuring 3 trainmen and 1 pas- 
senger. It is said the air brakes failed. 

9th, on Fitchburg, near Schaghticoke, N. Y., butting col- 
lision between a freight and a gravel train; both locomotives 
and 1 car were derailed. The freight train men forgot their 
meeting order. 

11th, p. m., on Wisconsin Central, at Ironwood, Mich., 
butting collision between two ore trains, wrecking 3 engines 
and 17 cars; one fireman hurt. 

12th, on Delaware & Hudson Canal Co.’s road near Troy, 
N. Y., butting collision between a freight and an excursion 
train, damaging both engines and in ig two ngers. 

12th, p. m., on Chesapeake & Ohio at Crai lle, Va., but- 
ting collision between 2 freights, wrecking both engines and 
hurting one brakeman. Cause, misplaced switch. 

13th, noon, on Philadelphia & Reading, near Reading, Pa., 
butting collision between two switching freight trains, injur- 
ing 2 trainmen. 

13th, on Kentucky Central, near Robinson’s, Ky., butting 
collision between two passenger trains, badly damaging 
both engines, and killing one and injuring 5. trainmen. 

14th, p..m., on the timore & Qhio;sat Gaithersburg, 
Md., butting collision between two passenger trains neat‘ a 

int where one of them passed from double to single track. 

ive cars were overthrown and several passengers hurt. It 
is said the air brake-.failed. 

15th, a. m., on Burlin & Missouri River, near Lin- 
coln, Neb., butting collision between two freights. The 
wreck caught fire and burnt up both engines, 13 cars and a 
small bridge. It is said that on one of the trains the three 
men riding in the engine were all asleep, and passed a red 
signal without seeing it. 

16th, on New York, Lake Erie & Western, near Upper 
Montclair, N. J., butting collision between a passenger train 
and an empty engine, killing one trainman and injuring two. 
‘The runner-of the light engine found his watch to be 12 min- 
utes slow, and he had no conductor with him. 

16th, on Philadelphia & Reading, in Reading, Pa., butting 
collision between two freights, injuring two trainmen. 

18th, very early, at the Union tt in Peoria, Ill., freight 
ran over a misplaced switch and into the head of another 
freight standing at the station. 

18th, a. m., on New York, Lake Erie & Western, at 
Sparkill, N. Y., a butting collision between an empty engine 
and a freight which was switching on the main track. The 
we pA engine was just ahead of a passenger train which it 

been helping up a grade, but whether or not it was 
ahead of the passenger train’s time is not stated. 

18th, a. m., on Canadian Pacific, at Myrtle, Ont., a freight 
ran over a misplaced switch and into the head of another 
treight standing on a side track, killing two trainmen, 





19th, on Missouri Pacific, near Estell, Mo., butting collision 
between two freights, queens both engines. 

21st, on Atchison, Topeka & Santa Fe, at De Soto, Mo., 
butting collision between a freight and a pamae train, 
er damaging both engines and several cars of both 
trains. 


22d, p. m., on Cincinnati, Lebanon & Northern, near Cin- 
cinnati, O., butting collision between passenger train and 
switching engine, seriously injuring one of the engineers. It 
is said the watch of the runner of the switcher was two min- 
utes slow. 

23d, p.m., on Southern Pacific, near Sacramento, Cal., 
butting collision between a special freight train and a work 
— badly damaging both engines and injuring one em- 
ployé, 

24th, on Toledo, Ann Arbor & North Michigan, near Ann 
Arbor, Mich., butting collision between a freight and a pas- 
senger train, badly damaging both engines aud several cars. 

25th, on Western & A.lantic at Clinton, Ga., butting col- 
lision between a passenger and a freight train, badly dam- 
aging both engines. 

26th, a. m., on Philadelphia & Reading, at the north end 
of the Mahanoy Tunnel, a freight and a coal train collided, 
seriously injuring one of the engineers. 

26th, on East Tennessee, Virginia & Georgia, near 
Eastman, Ga., butting colJision between a freight and a pas- 
senger train. 

27th, a. m., on Baltimore & Ohio, at York, Ind., a passen- 

r train ran over a misplaced switch and into the head of a 

reight train standing on a side track, killing both engineers 
— = fireman. It is said the switch was maliciously mis- 
placed. 

27th, on Chicago & Alton, at Hopedale, Ill., a butting col- 
lision between a construction train and a freight. Nine work- 
men riding on the construction train were killed and 15 in- 
jured. A Bloomington dispatch explained this accident as 
follows: 

** The section foreman and his gang were fighting fire 3\¢ 
miles south of Hopedale, and the fire got into a small trestle. 
The foreman went to the station and reported the bridge on 
fire and then started to notify Cavanaugh, who was with the 
construction train about 2 miles the other way (south) from 
the bridge, telling him that the small bridge was burned out 
and No. 74 was on side track at Hopedale. The work-train 
consisted of four flat cars partl: loaded with ties, which were 
ahead of the engine. After the section foreman had left 
Hopedale the crew of No. 74, with some bridge carpenters 
who were on the train, went down to the fire, and found the 
bridge all right to pass over. The construction train was on 
a bigh trestle when the freight’ was first seen. The trains 
struck at the east end of the trestle. The men were riding on 
ties on the work train, and could not jump off on account of 
the trestle. The scattering of the ties had much to do with 
so many being killed and injured. The engine of train No. 
74 rolled down the bank and is badly damaged. Four cars 
of lumber in train No. 74 are partially wrecked. The flat 
cars and caboose of the work train are demolished.” 

27th, on Charlotte, Columbus & Augusta, near Chester, 
8. C., butting collision between two freight trains, badly 
wrecking them and injuring three trainmen. 

27th, on Pittsburgh & Western, at Foxburgh, Pa., butting 
collision between a passenger and a freight train, killing one - 
passenger and injuring another. 

28th, on St. is, Iron Mountain & Southern, at Knob 
Lick, Mo., butting collision between two freight trains, kill- 
ing three trainmen. 

29th, a. m.,on New York, Lake Erie & Western, near 
Norwood, N. J., butting collision between a passenger and a 
construction train, wrecking both engines and a number of 
cars. A passenger was injured by jumping through a car 
window after the danger was over. 

29th, on Central of New Jersey, at Pond Creek Junction, 
Pa., butting collision between a Lehigh Valley passenger 
train and Central coal train, damaging both engines and 
throwing several cars over a bank; one brakeman badly 
injured. A telegraph operator failed to stop the passenger 
train. 

80th, a. m..on Concord Railroad, at Hooksett, N. H., a 
passenger train ran over a misplaced switch and into the 
head of a freight standing on the sidetrack. The age 
and mail cars and several freight cars were wrecked, two 
trainmen were killed, three trainmen and two passengers 
injured. 

CROSSING. 

11th, very early, at crossing of the Michigan Centra and 
Grand Trunk, at Lapeer, Mich., a Michigan Central freight 
ran into a Grand Trunk immigrant} train, \derailing two 
cars of the latter and injuring four 





passengers. 
15th, p. m,, at crossing of Grand Trunk and Michigan 
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Central, in St. Thomas, Ont., a heavily loaded excursion 


freight. The nger engine crashed through a car of oil, | 


which instantly took fire, and a large portion of the wreck | Frankville, Ga., a freight train was derailed, breaking down 
and several adyoining buildings were burned up. The engine-| a small trestle and breaking up two cars of watermelons. 


man of the excursion and 12 or more of its passengers were 
kiiled, most of them being burned to death. From 100 to 150 
people—most of them spectators—were injured by burning | 
oil, a tank car having exploded some time after the collision. 
It is said that the engineman of the passenger train was under 
the influence of liquor and that the air brakes were not in 
working order. The train approached the crossing at a high 
speed and it bad only two brakemen, neither of whom was 
very well acquainted with the road. 
DERAILMENTS. 
DEFECTS OF ROAD. 

9th, on Missouri Pacific, near Petersburg, Mo., 5 cars in a | 
freight train derailed by a broken rail. sim 

20th, a.m., on Pennsylvania Railroad, at Gordonville, 
Pa., treight thrown from the track by spreading of rails; 13 
cars badly damaged and 4 trainmen slightly burt. ; 

21st, night, on Terre Haute & Indianapolis, near Indianap- 
olis. Ind., a freight train was derailed by a guard rail which 
had become loose and was in such a position as to pierce the 
tender, throwing it from the track. The train ran against 
the trusses of a bridge and damaged it badly, but the bridge 
did not give way. “A man on top of the train was thrown off 
and badly injured. 

22d, very early, on Missouri Pacific, near Roanoke, Tex., 
freight train fell through a burning bridge; engineer and con- 
ductor hurt by jumping. The engine passed over ail right, | 
but 17 cars of coal were piled up and burned with the bridge. | 

23d, a. m., on Burlington and Missouri River, at Bellevue, 
Neb., part of a freight train derailed by a defective switch. | 
A tramp stealing a ride was killed. 

24th, on Richmond & Danville at Westminster, 8. C., a | 
car in a freight train was derailed by a broken rail. — - et 

27th, night, on Atlantic & Pacific, near Franconia, Ariz., | 
a freight train plunged into an arroya where a bridge had | 
been burned ; the cars and engine piled up ina bad wreck, 
took fire and were burned up: Threv trainmen were killed. 

28th, early, on Baltimore & Ohio, near Cumberland, Md., 
a freight train went through @ bridge, the supports of which 
had been weakened by a freshet, killing the engineer and fire- 
man and injuring a brakeman. 


DEFECTS OF EQUIPMENT. 

2d, night, on Grand Trunk, near St. Thomas, Ont., freight 
train derailed by a broken axle, killing three men. 

9th, a. m.,on New Haven & Northampton, near Southing- | 
ton, Conn., 5 cars of freight derailed by a broken axle. 

12th, p. m., on Baltimore & Obio, near Leslie, Md., a car 
in a freight train derailed by a broken journal. 

15tb, on St. Louis & San Francisco, near Kosoma, I. T., 
several cars of a freight train derailed by a broken brake 
beam. The cars were wrecked and one trammman burt. 

21st, on Providence & Worcester, near Whitinsville, Mass., | 
seven cars in a freight train derailed by a broken journal. 

29th, p.m.,on Ohio & Misssssippi, near Cochrane, Ind., 
passenger train derailed by the breaking of an axle under 
the tender, killing two mail agents and injuring another mail 
agent and a man who was walking beside the track. 

NEGLIGENCE IN OPERATING. 

5th, on Illinois Central, near Brookhaven, Miss., a passen- | 
ger train was derailed by a misplaced switch. 

5th, p. m., on Canadian Pacific, near Galt, Ont., passenger | 
train derailed by misplaced switch. The engine and first two | 
cars rolled down an enbankment, injuring 2 trainmen and 6 
passengers. 

24th, p. m., on Baltimore & Ohio, in Pittsburgh, Pa., a pas- | 
senger train ran over a misplaced switch and fell down an 
enbankment, wrecking the train and injuring 2 trainmen and | 
6 passengers, 

29th, p. m., on Chicago, Milwaukee & St. Paul, in Chi- 
cago, Ill., a passenger train was derailed by a misplaced 
switch, 





' 


UNFORESEEN OBSTRUCTIONS. 
5th, very early, on Northern Pacific, near Spokane Falls, | 
Wash., a freight train ran into a herd of horses. One of the 
avimals was carried on to a trestle, where he was thrown 
down so as to derail the engine, which fell to the ground be- 
low. Engineer and fireman injured. | 
18th, on Pittsburgh, Cincinnati & St. Louis, near Short | 
Creek, W. Va., freight train derailed by a hand car loaded 
with rails, 
13th, on New York, Lake Erie & Western at Crawford's, | 
Pa., some cars in a freight train were blown from the track | 
by the explosion of the boiler of a Buffalo, Rochester & 
Pittsburgh engine. | 
16th, on Floriday Railway & Navigation Co.’s road near | 
Rosewood. Fla., construction train derailed by the malicious | 
removal of a rail. | 
19th, a. m.,on Texas & Pacific, at Benbrook, Tex., a} 
freight train was derailed by running over a borse ; the} 
engine and 7 cars were wrecked. Fireman killed and en-| 
gineer hurt. 


mont, Mo., passenger train derailed by running over a cow ; 
engineer killed. 
22d, on St. Louis, Iron Mountain & Southern, near Mc- | 
Kenzie, Mo., passenger train derailed by cattle on the track. 
The engine was thrown over an embankment, killing the en- 
gineer and injuring the fireman. 
23d, a. m., on Grand Trunk, at Baden, Ont., freight train 
derailed by cows on the track, killing a brakeman. | 
24th, p.m., on New York, Lake Erie & Western, near 
Cochecton. N. Y., 21 cars of cheese in a freight train were | 
derailed and thrown down a bank at a place where the track | 
had been weakened by a freshet. 
25th, on Wabash Western, near New Florence, Mo., engine | 
and 138 cars of a freight derailed and wrecked by cattle on the | 
track. Engineer and fireman injured. | 
27th, p. m., on Columbus & Western, at Gold Hill, Ala., 
passenger train derailed by a wash-out, damaging most of the | 
cars and injuring one train man. 
27th, night, on Canadian Pacific, near Hawk Lake, 
Canada, engine and ten cars of a freight train pitched down 
an embankment and rolled into a lake ata point where a! 
land shde had precipitated a large section of the roadbed into 
the water. 
28th, early, on Atlanta & West Point, near Cusseta, Ala., | 
passenger train derailed by a washout, injuring three train- | 


men. |G 
28th, a. m., on Western Alabama, near Opelika, Ala., pas- | 


senger train derailed by washout. The train was badly | 
broken up and part of it tripped over into a creek. 
30th, a. m., on South Florida, near Plant City, Fla., pas- | 
senger train derailed by a wash-out, killing the fireman and | 
injuring the engineer 
UNEXPLAINED. 

8d, on Michigan Central, near St. Thomas, Ont., 15 re- | 


frigerator cars in a freight derailed, killing two tramps who | 
were stealing a ride. 

4th, night, on Pennsylvania road, at Dillerville, Pa., an 
oil car in a freight train was derailed. It caught fire and 
7 cars were burned up. 
6th, a. m,, on, Chesapeake & Ohio, at Leon, Ky., passen-! 


ger train derailed and. tipped downa slight embankment. 
train on-the Grand Trunk ran into a Michigan Central | Two trainmen and 6 passengers hurt. 


senger train 
passengers. 


Atlanta & West Point passenger train was derailed as it was 
| passing from the Central road to its own. 


engine of freight train derailed, injuring engineer and fire- 
map. 


cars of a freight train derailed. 


Tex., freight train derailed, wrecking 7 


| Pa., the engine of a freight exploded its boiler, killing the 
|engineer and fireman and ivjuring 9 other employés. 


6th, p. m., on East Tennessee, Virginia & Georgia, at 


9th., on Pennsylvania, at Altoona, Pa., rear car of pas- 
erailed and overturned, injuring two 





9th, night, on Hartford & Connecticut Valley, near Maro- 


10th, a. m., on the Central of Georgia, at East Point, Ga., 


11th, on Boston & Lowell, near Bedford, Mass., two cars 
of a passenger train derailed. 
12th, on Chicago, Kansas & Nebraska, near Pierce, Kan., 


14th, on Atchison, Topeka & Santa Fe, at Green, Kan., 10 


14th, on International & Great Northern, near Pearsall, 
cars, 

18th, on New York, Pennsylvania & Ohio, in Warren, O., 
2 cars in a freight train derailed. 

26th, a.m., on Boston & Lowell, in Nashua, N. H.,a 
freight train jumped the track near the crossing of the Boston 
& Maine, wrecking four cars. | 

26th, p. m., on Louisville & Nashville, near Wabash, Ill., 
a freight drain was derailed, killing the fireman and injuring | 
two brakemen. | 

28th, night, on Brooklyn, Bath & West End, near Bath | 
Beach Junction, N. Y., passenger train derailed. 

29th, on Denver, South Park & Pacific, near Bailey, Col., 
freight train derailed, fireman injured. | 

2¥tb, p. m., on Missouri Pacific, near Tioga, Tex., five cars 
and the caboose of a freight train were derailed and went | 
over an embankment, injuring 2 trainmen and 2 drovers. 

30th, on Missouri Pacific, near Farmersville, Tex., passenger | 
car of a mixed train derailed and thrown over a bank, in- | 
juring 7 passengers. 

80th, a. m.,on Philadelphia & Reading near Shamokin, | 
Pa., freight train derailed, wrecking 20 cars. 

81st. on Boston & Providence at Dedham, Mass., engine | 
and one car of passenger train jumped the track and after 
running some distance tipped over. The engineer and 6 pas- 
sengers were injured. | 
OTHER ACCIDENTS. 
13th, on Buffalo, Rochester & Pittsburgh, at Crawfords, | 








A| 
train of the New York, Lake Erie & Western was passing at | 


| the time, and bad part of its cars blown from the track. 


16th, on Rome, Watertown & Ogdensburgh, near Glendale, 
N. Y., a parallel rod of the engine of a special train carrying | 
President Cleveland and party broke, tearing a hole in the | 
boiler and killing the engineman. 

31st, p. m., on the Western Pennsylvania at Pine Creek, 
Pa., cylinder head of engine of passenger train blew out. 


| 
TECHNICAL. 


Locomotive Building. 


The Dickson Manufacturing Cv. is shipping a pair of com- | 


pound engines to the Golden City Mining Co., J. B. Haggin, | 
President, at Anaconda, Montana. The cylinders are 26 and | 
42 and the stroke 72 in. The shipment includes a large | 
amount of shafting and 15-foot grove sheaves for rope trans- | 
mission. The comers is now at work on an order for 9 
locomotives for the St. Paul & Duluth Railroad. Au order 
for two additional locomotives for the Brooklyn bridge has | 
been received. | 

The Boston & Albany is having 23 locomotives built out- | 
side its own shops. One of them will be a 43-ton freight en- 
gine. 

Ten new locomotives are being built by the Hinkley Loco- 
motive Works, Boston, for the Chicago, Burlin 
ern road. They were designed by Master Mec 
and the plans were made in his office at La Crosse. 











Some | 


| new features are introduced, besides numerous novel applica- | 


tions of familiar devices. They are to have ten 64-in. driv- | 


ing wheels, and a total wheel base of 26 ft. and 1 in. (with | 
tender, 50 ft. and 8iv.), The boisers have extra large heat- | cate composed 
The fire-box is of special design, having 20 ft. | 


ing surface. 
of grate surface, 140 sq. ft. of boiler exposure in the fire-box, 
and a total of boiler heating surface of 1,554 sq. ft. 


cleaner, new model cinder :hute, graduated throttle valve 


The Car Shops. 


The Laconia Car Co. have begun work on an order from the | 


Boston & Maine for 200 freight cars. 


Thirty-third street, Pittsburgb, Pa. 
E. M. Bigelow, Municipal Hall. 


Coatesville, Pa. 
Philadelphia, General Manager. 


— & North- 
‘hanic Bryan, | 





The | pe. i - 
locomotives are fitted with straight stacks, automatic bel] | Million in certified checks and seve 


| ringer, Westinghouse brakes, a newly-devised steam ash-pan | Charlemagne Tower, of Boston, for his interest. 


, - >| 
and everything else that will increase power and safety. | 


A bridge will be built over the Pennsylvania Railroad at 
For particulars address 


Two bridges will be built near Milledgeville, Ga. For 


particulars address D. B. Sanford. 


The Pennsylvania Railroad Co. will build a bridge at 
Chas. E. Pugh, 233 South Fourth street 


The ccunty commissicners of Corning, N. Y., will build a 


mas, Conn., a car of a freight train derailed and thrown | bridge to cost $20,000. 
down a bank, 


The county commissioners of Orange County, N. Y., will 
build four bridges. Address, Newburgh, N. Y. 

The Sioux City Bridge Co., of Cedar Rapids, has been or- 
ganized to build a bridge across the Missouri Kiver at Sioux 
City. Capital ‘stock, $2,000,090. Marvin Hugbitt and 
Joseph B. Redfield, incorporators. 

The macy at Connersville and Liberty streets, Indianapo- 
lis, owned by the Cincinnati, Hamilton & Dayton, have been 
destroyed by fire. 

The Norfulk & Western Railroad Co. will build a bridgeat 
Southside. N. M. Osborne, Norfolk, Va., Superintendent. ~*~ 

The King Iron Bridge Co, of Cleveland, O., has “been* 
awarded the contract for the erection of the iron superstruc- 
ture of the new bridge at the foot of North ‘street, Wilkes- . 
barre, Pa. 

The California Bridge Co. has been awarded the contract 
to build the bridge at Alvarado, Cal. 


Manufacturing and Business. 


The following are new incorporations in Illinois : The 
Miller Railroad Gate Co., of Chicago, capital stock $600,000; 
to manufacture railroad gates for street crossings or to sell 
to different railroads the right to build for their own use the 
ate covered by the company’s patent; incorporators, O. A. 
ogue, M. B. Mills, John H. Bogue. The Mills*Air Switch 
and Signal Co., of Chicago, capital stock, $600,000, to manu- 
facture switches and signals for railroads or to seijl to the 
different railroads the right to build for their own use 
switches and signals covered by the patent of this company; 
incorporators, O. A. Bogue, M. B. Mills, John H. Pogue. 

At the recent convention of the National Electric Light 
Association held in Boston, the Wainwright Manufacturing 
Co., of that city, made an interesting exhibit of their cor- 
rugated tubing as applied to feed-water heaters, expansion 
joints, radiators, etc., their goods attracting marked at- 
tention. 

The Vitrified Wheel Company of Westfield, Mass., has 
received a large order for its emery and corundum wheels 
for United States government workshops and navy yards. 

The Edison Electric Illuminating Co. of New York bas 
given a contract to the Babcock & Wilcox Co. for 8,700 
horse-power of their water tube boilers, to supply three- pew 
central stations now in process of erection in the city of New 


York. 

Alfred Box & Co., of Philadelphia, have under construc- 
tion seven No. 1 large radial drills for the Union Bridge Co. 
The present machines are for the Athens Works, and are 
the duplicate of an order shipped to the Buffalo shop eighteen 
months ago. 

Chas. B. Miller, the proprietor of the new anti-friction 
Magnolia metal, has established his factory at 44 to 50 Jay 
street, Brooklyn, with New York office at 102 Chamber 
street. The metal is rapidly coming into favor for journal 
bearings both in this country and abroad. 

The Union Indurated Fibre Co., of 110 Chambers street, New 
York, have at their Lockport, factory just broken 
ground for an addition to their already extensive plant there, 
a stone building, 100 x 56, two stories high, iron roof, to be 
used for a treating and finishing house. Their new dry house 


| at the same factory, 100 x 40, is nearly completed and will 


be in operation in about a week. ‘Their new 100 horse-power 
boiler, just about to be fired up, is provided with all the 
latest improvements for economuzing fuel. 
Iron and Steel. 

The Jefferson Foundry, Chicago, which has been operated 
for some time by J. L. Board, has passed into the hands of 
an incorporated CONBART named the Jefferson Foundry 
So. The company has been chartered with a capital 
of $15,000, to manufacture castings, machinery, tools and 
patterns. Incorporators, J. L. Board and Oscar Ludwig. 

The Vermillion iron range in Minnesota, which turned out 
810,000 tons of ore last year, has been purchased by a syndi- 
mainly of Chicago capitalists. Marshall 
Field, H. H. Porter, president of the Chicago & Indiana 
Ccal Railway, and £J. C. Morse, of the Union Steel Co., 
are the principal members of the syndicate, which paid six 
ral millions of stock to Mr. 


The pur- 
chase comprises 2,000 acres of the iron lands. 

The. Virginia & Tennessee Iron & Coal Co., previous] 
reported as incorporated, has been organized with G. M 
Fogg, of Nashville, Tenn., as President; A. M. Shook, Bir- 
mingbam, Ala., Vice-President; J. B. Killebrew, Secretary, 
and T. P. Trigg, Treasurer. Tie capital stock is $5,000,000. 


) : : aol | 
The McMillan Car Works at Minnaville, Mo., will build a| The company owns large bodies of mineral lands in Virginia 


building 50 ore cars for the Bethlehem Iron Uo. of Bethle- 
hem, Pa., for use iu Cuba. 


est capacity on cars for Southern railroads, 
Bridge Notes. 


The St. Louis Merchants’ Bridge & Terminal Railroad Co. | 


has filed articles of incorporation in Missouri. Capital, 
$1,000,000. The directors are Seth W. Cobb, C. C. in- 
water, John D. Perry, John M. Gilkerson, John Whittaker, 
Johu R. Holmes and John H. Overell. 

Theodore Cooper, of New York, has prepared plans for the 
Newburyport bridge on the Eastern Division of the Boston 
& Maine, consisting of seven fixed spans and one draw, about 
1,200 ft. of double track deck bridge. The contract has 
been let to Cofrode & Saylor, of Philadelphia. 

The single-roadway carriage bridge at Niagara Falls (the 
‘new ” suspension bridge just below the falls) is to be rebuilt 
so as to have a double roadway. 

{mmediate correspondence is solicited concerning the let- 


ting of the contract for the building of an all iron standard | 


gauge drawbridge about 180 ft. long, for the Americus, 
Preston & ae: Railroad, across the Ocmulgee River, at 
Abbeville; B. H.{Hardaway, Chief Engineer, Americus, 


a. 

Proposals will be received by the Board of Chosen Free- 
holders of the County of Hudson, N. J., at its regular meet- 
ing, Sept. 15, for the construction of an iron truss 
bridge and abutments, with 22 ft. roadway, over the Morris 
Canal, at Claremont avenue and Cavan Poiut Road, Jersey 
City. John Boyd, Clerk. 

The Central Bridge Works at Peterborough, Ont., have 
contracted to build a bridge at Logan, and another over the 
Speed River at Preston. Tne big bridge to be erected at 
Banff, N. W. T., by this company. is now ready at the works 
and will be shipped in a few days. 

The Lake Shore & Michigan Southern will build an iron 
truss bridge at Ashtabula, O. Jno, Newell, Cleveland, Gen- 
eral Manager, 





22d, on St. Louis, Iron Mountain & Southern, at Pied-| Guetex 85x 221 ft, Lhe capacity will be 200 wheels per| and Kentucky, and will, it is said, build three iron furnaces. 


y. 

The Lehigh Car Manufacturing Co., at Staunton, Pa., are| a 
d 

e ’ ; | The Eller Ross Iron-Works, at Birmingham, Ala., are now 

The car works at Roanoke, Va., are working to their full-| ready to begin the manufacture of all kinds of iron. 


The Scottdale Iron Works, at Scottdale, Pa., will be sold 
t auction Sept. 6, by the assignee, W. Minor Smith, presi- 
ent of the Windsor Locks Steel Company, of Connecticut. 


The 
| following officers have heen elected: Christian F. Enslen, 
President: D. I. Purser, Vice-President: J. M. Carter. Secre- 
tary; E. F. Enslen, Treasurer. The company has purchased 
and will enlarge the Excelsior Foundry and Machine Works 


| at Avondale, Ala. 


The Chicago Steel ‘Works have nearly completed their ex- 
tensive improvements, and expect to be in full operation 
| some time during the present month. 
| The McCosh Iron and Steel Co., of Burlington, Ia., have 
| been steadily increasing the size and capacity of their plant, 
| until now it covers about 3 acres of ground. 
| Two furnaces, at which 300 to 400 men will be employed, 
are now being erected at Floodwood, Obio, These works 
|are owned by the Ohio & Western Iron & Coal Co., and 
| are located in the Hocking Valley, near the site of the old 
| Buchtel works. The plant will be ready about Sept. 25, 


The Kail Market. 


| Steel Rails.—Market very quiet, with very few sales re- 
ported, There has been one sale of 2,000 tons English rails, 

| delivery at Brunswick, Ga., at about $40. 

| Old Rails.—Bids for tees range from $23.50 to $23.75, 

| while sellers ask $24. For double heads, $24.50 is demanded ; 

| $26 is bid in the Mahoning Valley. 

| Serap.—The market is weaker, and a sale of several thou- 

| sand kegs of spikes was made at 2.30c., St. Louis. Quota- 

tions, 2.45@2.50c. for spikes, and 2.20@2.25c. for angle 

bars. Bolts are 3c. for square and 3.25c. for hexagon. 


| 
| 


Nicaragua Canal. 
It is stated that the company which has secured the-conces- 
sion from the Nicaraguan government iutends to put in the 
field 10 parties of engineers by Dec. 1. Mr. Menocal is re- 
ported to have said that the Bo oman work would proba- 
bly take one or two years, and that after that is donethe canal 





can be completed within'six - years; ata cost of from 60 to 75 
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million dollars. It is the intention to make the canal 120 ft. | ern Mahratta Railway. Added to recent contracts, this order 
wide on the bottom, with not less than 28 ft. of water. will bring up the engines that have been placed with this 
Upper Mississippi Improvement. firm during the last two months to about seventy. Other 


: | locomotive builders in the district have not been nearly so 
The Unite‘ States engiveers are making surveys of the Miss- | fortunate. . 


issippi between St. Paul and Minneapolis, with a view to the Freight Tramways in England. 
pew of establishing a navigable channel up¢o Minne- | 7, conveyance of heavy goods traffic by tramways is 
— , Fai under the management of the South Staffordshire and Bir- 
Eng anoers Club of Minnesota. mingham District Steam Tramways Co., proving a remark- 
The regular meeting of Aug. 13 washeld at the Hotel La-/| able success. Some time ago we described the wagon, some- 
fayette, Lake Minnetonka. The committee on excursion re-| what similar to a railway lorry, which Mr. A. Dickinson, 
ported that the St. Paul Club favored holding the joint ex-| the general manager of the company, had just then patented, 
cursion in September, and going to Chicago. A committee | and the special feature of which is two sets of wheels, the one 
was appointed to ascertain from the heads of city depart-| set being of the ordinary wagon type, for use on the roads, 
ments and report to the club the relative difference in cost of | and the other being tramway wheels, for use on the com- 
work done in the city of Miuneapolis, under the contract | pany’s lines. The scheme of goods conveyance has _ been 
system, and by day labor, and under the eight-hour system. | worked out in the Black Country towns through which the 
Mr. Cappelen read a paper on the fall of a wall of the| company runs, and has proved a most satisfactory enter- 
burned St. Anthony elevator. He showed that the wall | prise ; and now the scheme has been extended to Birming- 
against which the weight pressed was so narrow at its base | ham, a regular service which has been commenced this week 
that the line of thrust was a considerable distance outside the | connecting Birmingham with all the surrounding townships, 
base, and consequently the wall could not stand with the | Some manufacturers have discarded their teams, and intend 
weight of wheat against it. relying in future wholly upon the campany for conveyance. 
The president read a paper on General vs. Special Legisla- | —The Engineer. 
= en} Railroads, which was ordered printed in the American Institute Lectures 
ournal. . 
Rope Transmission. ihe Rely techaie Sections - _ the Americen jai parnrase 
Systems of rope transmission for power purposes have been parvo is fall odie yr nent potion gee familiar be ln: f 
in use for many years, but it is only quite recently that they | on scientific subjects. These lectures will be on first and 
have given promise of being more generally recognized as @| third Thursday evenings in each month—the regular meet- 
convenient and efficient means of accomplishing the ends for ings, devoted to short papers, to exhibition of new inven- 
which they were designed. The results which have been ob- | tions and to discussions of such pers and inventions. All 
tained with them, it is true, have not always been of uniform | oF these lectures and meetings will be free to those interested 
excellence, mainly, however, because designers have in some | 4 , 
cases failed to recognize properly the requirements of good The Williames Car Heating System. 
working. Where rope driving has been tried and has failed, | We are assured by Mr R. G, Chase, proprietor of the Will- 
examination has almost invariably revealed a disregard of | iames system of railrosd car heating, that he has secured an 
correct principles of construction, and has shown nothing | arrangement with the Pennsylvania road by which his system 





calculated to detract from the favor in which the system is | will be given a thorough trial. The road is equipping a train, | 


held, especially where a continuous high speed is required. and expects to have the system in extended operation during 
As regards the comparative cost of rope and other systems | the coming winter. 

of gearing, and the average life of a rope of the kind ordina- Brakes on Six-Wheel Trucks. 

rily used in manufacturing establishments, it is difficult to The Chic Burli & Qui : < : 

get any precise data. As compared with leather belting, | 1®¢ Chicago, Burlington & Quincy is running on one of its 





however, we have seen figures reflecting very favorably on | fast urains a twelve-wheel mail car with brakes fitted to all | 


seas : : : P the wheels. The records of the experience with this brake 
rope transmission, the relative costs having been in the pro- |“. . we oe : 
portion of about eight to one. As to the life of a rope, it has | = ae ene they must popes Ape a decided 
been roughly estimated that with proper usage it should not | diminution of the distance required in which to make a stop, 
be less than about seven years. Cases where ropes have sud- | Electric Welding. 
denly broken are, moreover, few in number, the risk in this | The recent application of electricity to the welding of iron 
respect being reduced to a minimum by the fact that any de- | and steel promises to be of great practical importance, on ac- 
fects in a rope, arising either from wear or other causes, will | count of the rapidity and accuracy of the operation, and the 
show themselves long before the point of danger is reached. 
in mul districts. particularly, engineers have not been | welded. An apparatus illustrative of tbis latest of Prof. 
slow to avail themse ves of these advantages, and | Elihu Thomson’s inventions, is now being shown in the New- 
with the cotton rope, which is there chiefly | custle Exhibition by Messrs. Woodhouse & ‘Rawson. It 
used, most satisfactory performances are recorded. It is but | consists principally of a transformer, the secondary circuit of 
natural, under these circumstances, that the field of useful- which contains only one turn, and has a very low resi-t- 
ness of rope geariug is gradually being extended—some en-| ance. The welder, which is fixed on a slate base 
thusiastic supporters of the system having even gone so far as| measuring some 12 in. by 15 in., is of very simple 
to advocate it to the exclusion of almost all other means. | construction. A piece of stout electric light cahhe 
With wire-rope transmissions for outdoor use, and long 
spans, running upas high as 1,100 ft., serious trouble has} long, forms the secondary coil which produces the welding 
been found to arise from excessive vibrations of the rope. | current. Within ‘this is a coil of many turns of No, 14 
Careful management, however, has had the effect of almost | insulated copper wire, each turn being wound parallel 
entirely eliniunating these disturbing influences, and instances | and concentric wiih the single turn of cable. This forms 
are now not rare where such long spans are used with perfect | the primary coil. Round these two is wound the insu- 
satisfaction—that at Sibley College, Ithaca, N. Y., affording | Jated iron wire which forms the “core,” if the expression 
a good example. The span there, we believe, amounts to | be allowed to represent what in reality is a coating, but 
fully 1,100 ft., and, with some modifications in the plan as | which maguetioalty acts in the same manner as the core 
originally put into practice, no difficulty has been encoun-|of an ordinary induction cui], The ends of the primary 
tered in obtaining good results.—Jron Age. wire go to a regulating multiple contact switch, placed 
ss 4 ‘ on a case containing the resisting coils necessary for 
Average Dimensions and Weights of English | regulating the operation. The extremities of the ‘thick 
Locomotives, secondary wire terminate in two massive V blocks of 
A rough average of dimensions and weights derived from | b’ass, in which are laid the pieces of iren to be welded. 
the corresponding engines of those respective types as in use | Each of these blocks is mortised to get a similar upper block, 
on the London & Northwestern, the Midland, the Great | which can be pressed down by a set screw on to the iron bar, 
Northern, the Great Western, the Northeastern, the London | so that the latter is thus held firmly in position, with a con- 
& Brighton, the Caledonian, and the Lancashire and York- | siderable surface of contact. One pair of blocks is fixed on 
shire railways, presents the following figures, given by Mr. | the slate base, and the other is movable by a screw. The 
Ed. Woods, as fairly representative of modern practice: | operation is conducted as follows: The iron bars to be welded 
Express passenger engines: Weight of engine in working | are fixed in the blocks in astraight line with each other and 
order, say 42 tons; greatest weight on a single axle, 15 tons; | their ends almost touching. An alternating current—in the 
area of fire-grate, 19 sq. ft.; heating surface, 1300 sq. ft.;| present instance produced from two circuits, coupled in par- 
pressure of steam in boiler, 140 Ibs. per sq. in. Tractive | allel, of the alter>ating Gramme machine which supplies the 
power, assuming an average effective pressure of steam in| Goulard & Gibbs secondary generator—is then switched 
the cylinders of 90 lbs. per sq. in., 8,900 lbs.: Merchan- | on to the primary coil of the welder, resistances if required 
dise or miueral engines not being tank engines: Weight in| being included in the circuit. The movable contact block 
working order, 3814 tons: greatest weight on an axle—axles | is now brought up so as to allow the ends of the bars to 
coupled—14 tons; area of fire-grate, 18 sq. ft.; heating sur- | touch, when the enormous secondary current passing through 
face, 1,300 sq. ft.; pressure of steam in boiler. 140 lbs. per| the junction rapidly raises it to a white heat, and a very 
sq. in.; tractive power, assuming an average effective press- | slight pressure, with the addition of a little sal-ammoniac to 
ure of steam in the cylinders of 90 Ibs. per sq. in., 12,690 | form a flux, completes the weld. It is stated that five seconds 
Ibs. are sufficient to weld an iron bar of % in. diameter. When 
A Fast English Steamer. the operation is completed the primary current is switched 
The English Channel has been crossed in less than an hour | Of, and the iron bar removed when sufficiently cool. The 
by the new steel paddle steamship Empress, of the London, | Primary current is about 20 gone at 100 volts, producing 
Chatham & Dover Railroad, which recently m:de the trip | ™ the secondary coil an E. M. F. of from }¢ to 1 volt and a 
from Dover to Calais in 55 minutes, over a choppy sea. The | current of 2,000 ampéres.—Industries. 
average speed was stated at 2217 knots per hour. The vessel | Some American Steel. 
is 324 ft. long, 63 ft. wide at the paddle boxes, and has a | The Chief Steel Inspector of the Navy Department reports 
gross register of 1,200 tons. Her engines are compound | concerning the Linden steel: 
diagonal direct acting of 6,000 b. p., a: d the steel boilers are | “The Linden Steel Co., of Pittsburgh, have the contract 
adapted for a working pressure of 110 Ibs. per square inch. | for furnishing the plates for the deottion decks of the 
, : 7 ; new cruisers, and their success in rolling these beavy plates 
Bay, of = ag a4 a P — a © | has been phenomenal. The steel used is of the best quality, 
. e exception of the northwest pier in the southern | 95 shown by the reports of the Government inspectors at their 
group, the whole of the piers were completed with regularity. | works, In some instances where the requirements for elonga- 
But the caisson for that particular pier—weighing with con- | tion js 25 per cent., sieel has been furnished by this firm which 
crete some 3,000 tons—while ready at the site for placing in | while stil] having the specified tensile strength, gives an elon- 
Mose eee ee are ald Peat | ation of 82 per cent. And further that the efforts to pro 
on the mud about 15 ft. and canted over through 25 deg. | Saco staal ot ee eurarusnees Steere Sase eS Sri ot 





After an ineffectual attempt to right it by pumping, regular | one Se ee ee ee ee es | 


a bigh quality product. Tbe Park Works, at Pittsburgh. 
: i : - whic» manufacture for Cramp, had a great deal of difficulty 
after nine months of incessant work, was a timber jacket or | o¢ tirst. Now their ship plates are up to the best French and 
cofferdam completed, which enabled the pumps at last to | better than the Engli-b. The first shoe plate for the Balti- 
obtain <a over the 7 The caisson — oe | more. 1% in. thick attempted by Carnegie, Phipps & Co. 

again, and, after repair, was sunk in position in the ordinary | nin ck ine , Tee 9 : id 
manner, arriving at its final depth in PIBB6, After the exca- | Was CORstanend Ge npEREENy. eww Sibert feepees expert 


vations had been completed the chambers were rammed with | tbe elletoess Powe eanens they che tell any wemer without 
concrete and grouted up, the concrete and anchorage and | 


| The production of rivets by Oliver Bros. & Phillips has not 
masonry were completed, and the temporary cofferdam was | only been an advantage as bringing the steel up to a high 
eady for removal. standard, but it has been of advantage to the workmen by 
Railroad in Sumatra. a — to be — This is tke —— of ba Pr 
The Dutch Government contemplates the construction of a | the firm. e new steel castings surpass everything antici- 
railroad on the island of Sumatra, for the purpose of utilic- pated, and wil: be used to a greater extent than was origi- 
ing some coal fields discovered about 20 years ago. The coal | Dally contemplated. Nor are the Pacific Rolling Mills of San 
is stated to be superior in quality to the best English coal,and | Francisco behind in this progress. é . aes 
the yield is estimated at 200,000,000 tons. The work on the| They are turning out steel for the California ship which, in 
railroad is to extend over six years, and the cost will be, regularity of physical ae rties, surpasses anything made by 
about 16,000,000 fi. | Eastern firms. Captain Evans feels wa’ in saying that 
‘ | better material is going into the new vessels than ever went 
Locomotive Building in Glasgow. | into any ship in the United States, and as far as records in 
Messrs, Neilson & Co., of Hydepark Locomotive Works | our possession show, better than has been put in ships 
Glasgow, have contracted to build 21 engines for the South- abroad, 


siege was laid to it; but not until the autumn following, 





facilities it presents of localizing the heat to the parts to be | 


about 114 in. in diameter, and bent into a single turn 24 in. | 


The Baldwin Locomotive Works. 


During the six months ending July 1, the output of the Bald 
win, Tadeaatine Works — 318 locomotives, and for the 
year ending at that date 618 locomotives. This was the 
largest number ever manufactured iu a year, being 55 more 
than in 1882, when, as it was supposed, the high-water mark 
was reached, with 563 engines. There are now in course of 
construction at the works, 150 engines. The larger part of 
these are for roads in this country, less work being done for 
foreign roads than at any time a ring the past ten years. 
And all of them are for old existing roads, while the orders 
during the boom from 1879 to 1883 were almost exclusively 
ew roads like the Mexican National and Mexican Cen- 
tral. 
Central American Railroads. 

Consul Dupre, at San Salvador, closed bis report to the State 
Department upon industrial and commercial topics with the 
following paragraphs : 

‘* The trade of the Pacific states of Central America must 
be confined maiuly, until railroads may be built across the 
republics, to San Francisco. Recently, C. P. Huntington 
bought the railroad from San Jose, a village without any 
harbor, on the Pacific coast of Gnatemala, 75 
miles in length, to Guatemala City. It is hardly 
more than 180 miles from Guatemala City to the bay of 
Honduras, hard by New Orleans and Mobile. But there is 
no barbor at San Jose and to create one would cost an almost 
incalculable sum. On the contrary, though the country be 
rough, the construction of a railroad trom a perfectly land- 
locked harbor,on the bay of Honduras, to another, La Union, 
in Salvador, on the Pacific, is the most desirable of all i- 
ble commercial and political consummations that could be 
— by American wealth and energy im Central 

merica. 








THE SCRAP HEAP. 





| Vestibule Cars. 


The Berkshire County Eagle, of Pittsfield, Mass., has the 
following concerning a ‘‘continuous car” n u:e in New 
England 25 or 30 years ago, giving facts which will be 
readily recalled by the old railroad men of that section. 

The method of supplying cars with pure air free from dust, 
was put in practice on the Housatonic Railroad fully thirty 
| years ago. It was tirst invented by Charles Waterbury, 
since deceased, who was superintendent of the Naugatuck 
road, and it was uscd on that road, and soon afterwards in- 
troduced on the Housatonic by the late Charles Hunt, of 
Falls Village, president of the road. Mr. H. L. Plumb, row 
of Maplewood, was at the time a conductor on the road, and 
thus describes the arrangement in use about 1858-59. There 
was a sort of bellows made of heavy canvas, for connecting 
the cars, with bows of wood, which were fastened together 
| with thumb screws. The doors at the ends of the cars were 
| kept constantly open, while there were doors on each side of 
| the bellows at the steps, for entering or leaving the train. 
On each side of the tender there was a wind-catcher, open to 
| the front, about ten inches wide and two or three feet high, 
| ang at the rear of the tender there was anvther bellows ar- 
| rahgement which conducted the air to an air-tube over the 
top of the baggage car, and at the rear of that it was ad- 
mitted to the passengercars. It was the perfection of rail- 
road traveling, as the draft of air through the train was 
perfectly free from dust, and could be regulated as to quanti- 
ty. When the train stopped, however, it was sometimes 
very close and hot, until in motion again. Tbe cars were 
often of unequal height, and with wide spaces between, on 
account of the link couplings then in use, «hich made the 
ure of the system somewhat difficult, so that it was finally 
abandoned, after being used for a couple of years. 


Discontent in the Pullman Shops. 


An announcement made at the Pullman shops to the effect 
that the wages of all trimmers are to be cut down 10 per 
cent., bas caused discontent among the workmen. The 
Kouigbts of Labor of the Puliman Council held a session on 
Saturday last and deliberated upon the expediency of a 
strike. The conclusion was reached that this was not a ,ood 
time of year for striking, and further developments are now 
being awaited. 





Train Wrecking. 

Quite a number of our exchanges hold up their bands in 
horror and reject as impossible the theory that the late wreck 
(at Chatsworth) was due to the burning of the bridge by train 


wreckers for the purpose of robbery. ‘‘ How is it possible 
that human nature con be so depraved ¢” they exclaim with 
one voice. ‘ There are on earth no fiends so black that they 
can be guilty of a crime so infamous.” We know that train 


wrecking is a matter of every day occurence. is it possible 
that the train wrecker in advance estimates his work with 
such a degree of nicety that be contemplates the killing of 
two or three persons, possibly the unfortunate trainmen ?¢ 
Then we presume that he is not much of a criminai after all! 
But if he should intentionally, or through mistake, increase 
the number of his murdered and mangled victims to hun- 
dreds, his crime becomes of such mugnitude that it is past 
belief. —Railway Service Gazette. 

Cars in Blue and Gold. 

The Wason Mfg. Co. is building eight parlor cars for the 
state roads of Chili. These cars are different from ordinary 
coaches in the decorations and in the windows, which are 
| each 4 ft. wide. The exterior of the cars is creamy white, 
finished with designs in blue, red and gold. Everything 
about them is bright and gaudy, for the South American 
loves high coloring and polish. Between each window is a 
match safe, for every one in Chili smokes. Four of the cars 
will be shipped during September, and in a few months dark- 
haired beauties will be resting in the reclining chairs, with 
eyes half closed, lazily blowing cigarette smoke through the 
windows as they are whirled along. Each of the cars will cost 
$12,000. The designs for the carved mahogany and the 
silken hangings were made especially for this order. The 
two cars most nearly completed are the “Santiago” and the 
‘* Arturo Pratt.”—Springfield Homestead. 
| A Reformed Scalper. 

Matthias Splitlog, of Splitlog City, McDonald County, 
Mo., is a full-blooded Wyandotte Indian and a millionaire. 
He is engaged with others now in building a railroad from 

| Kansas City to Fort Smith. He is probably the only Indian 
railroad man in the United States. 

| The Much-Decorated Depew. 

| WN. Y.C. and H. R. R. Chauncey M. Depew was presented 
to H. R. H. Albert Edward, Prince of Wales, last week. 

| When it comes to trying titles, the railroad American seems 

| to be several laps ahead of royalty.—Springfield Union. 

A Long Drop. 

| The through fare on the Panama Railroad, which until 
recently was $25, is now reduced to $4.8) gold. 

Nipped in the Bud. 

The proposed new association of iron and steel workers, 
under the auspices of the Knights of Labor, has been de- 

i nied a charter, 
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EDITORIAL ANNOUNCEMENTS. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early coples of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL 
UMNS. We give in our editorial columns OUR OWN opin- 
ons, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis 
ing patronage. 











Some of the railroad lawyers who send communica- 
tions to the Inter-state Commerce Commission seem 
to be allowing themselves to drop into some childish 
devices. The insincere talk about Jim Crow cars in 
Georgia will be remembered ; also the Providence & 
Worcester road’s suggestion that as it has separate 
charters in Rhode Isiand and Massachusetts it is not 
amenable to United States regulations. And now the 
trunk lines—five of them being associated, the identity 
of the spokesman is not disclosed—in their reply to 
the complaint about carload rates, start off with the 
absurd claim that they fear that Thomas L Greene, 
the leader of the complainants, has no authority to 
act. Such nonsense should be beneath the dignity of 
men whose minds are supposed to be engrossed with 
large affairs. 








In our item of Aug. 5 we referred to the Merchants 
Freighi Bureau of New York. It appears that although 
the manager of the organization—and, inferentially, 
his roll-top desk—are in New York, the merchants 
who support this piece of furniture, and term it a 
bureau, are chiefly in the West. This concern repre- 
sents the retailers who buy in New York, while the 
older ‘‘ Board of Trade & Transportation” acts for the 
wholesalers in New York who sell at the West. 








The reply of the Trunk lines on the carload rate 
question sets forth their plan of procedure very fairly ; 
the point concerning the necessity of sending out a 
good many partial carloads in order to comply with 
the exigencies of the business as regards celerity of 
service being especially apropos. But the vital point 
of how much higher a rate should be to compensate 
forthe light loading and additional service is not 
touched upon ; that they leave for cross-questioning 
lawyers to get out of them as best they may. 








The Chatsworth disaster is still under investigation 
by the Illinois commissioners. The coroner's jury 
censures the section master, Timothy Coughlan, though 
the evidence was conflicting as tothe hour and exact 
place at which he burned grass and the time at which 
he left the locality; and there seems to ‘be no very 
logical connection between the evidence, as reported 
in the newspapers, and the verdict. The official ac- 
count and the more careful investigation of the com- 
missioners will probably shed light on the matter. 
This jury also censures the company for leaving the 
road unguarded for six hours and for burning grass on 
such a dry and windy day. Coughlan is said to bea 
rather unintelligent appearing man. 

It appears that the number of killed may be less 
than at Ashtabula. The accounts from Chatsworth 
stated that the coroner was all at sea in his record of 
the dead, and we therefore took the figures with some 
grains of allowance. The number killed at Ashtabula 
we accounted as eighty ; but the official report of the 
Lake Shore road gives it as 94, which from present in- 
dications exceeds Chatsworth. The number of 


















































































wounded being so much larger, however, still leaves 
it substantially true that this disaster. caused more 
suffering and anguish, aside from the horrors of fire, 
than Ashtabula or any other previous case. 








In some figures that have lately been widely pub- 
lished, Mr. J. R. Dodge, Statistician of the Department 
of Agriculture, takes the ground that the competition 
of Indian wheat with that of the United States is much 
exaggerated, and that the acreage and product have 
not greatly increased as aresult of the demand for 
exportation. He admits an exportin recent years of 
31 million bushels per annum. ' Figures which we have 
thought reliable give an average export of wheat from 
India for five years, from 1882 to 1886 at over 34 million 
bushel per annum, and that of rice at over 51 million, 
while in the five years from 1877 to 1881 the wheat 
export was, say, 8,500,000 bushels per annum, and 
that of rice 40,700,000.. But the increase in railroad 
mileage in the latter period of five years was compara- 
tively slight, and it is impossible to say what effect on 
the wheat product and exportation a greater spread of 
the railroad system would havehad. Bradstreet’s 
estimates that our surplus available for export this year 
will be from 111 to 115 million bushels, and 31 
million from India must affect the price of that surplus 
even if American wheat does bring eight cents per 
bushel more than Indian. 

A document lately published gives the result of the 
working of the East Indian Railway for 1885 and 1886 
as compared with the average of the years 1880-84. 
From this it appears that the competition of Bombay 
for the traffic of the Northwest provinces has been 
strong enough to force rates down very seriously. The 
wheat traffic of the East Indian was: 


1880-4. 1885. 1886. 
TOMO COTTON 2 oncc icons: cam 295,719 368 ,996 415,210 
Average rate per ton—pence. 239 20414 17244 


The through rate for wheat from Delhi to Calcutta, 
954 miles, is now (June, 1887) 26s. 5d. per ton, or say 
28 cents per 100 pounds. From Chicago to New 
York the tariff rate is 25 cents per100. The rate, 
therefore, from the fields to the sea is not only 
very close to the Chicago-New York rate, but the 
average rate on wheat carried is 28 per cent. less than 
it wasin 1880-4. That isto say, India exports probably 
4to5 times as much Wheat as she did in 1880, and it 
is carried to the sea for 28 per cent. less per unit, 
These are serious facts for American growers and car- 
riers. Some further illustration of the tendency of 
Indian railroad business may be drawn from the same 
report of the operations of the East Indian. The busi- 
ness done in each of the last two years, as compared 
with the average of the five preceding years, was 


1880-4. 1885. 1886. 
Passengers carried....... 9,630,246 11,246,588 12,152,495 
Average receipt per pas- 

senger—pence ....... ... P 2214 21 
Tons carried. ....... ..... ; 4,186.58 4,638,421 4,700,074 
Average receipt per ton— 

PID oaccases acess ation 168: 152 145 
Gross receipts........ ae £4,191 304 4,252,131 a27hibe 
Operating expenses... . 1,481,890 1,498.864 1,479,924 
SE ore 35.3 35 2 35.0 

Net receipts.............. 2,712,500 2,758,267 2,798,238 


The average of the American roads gave the 
operating expenses as 63.84 per cent. of the gross 
earnings for 1886. 








THE RAILROADS OF THE UNITED STATES IN 
1886 


Poor’s Manual for 1887 covers a year of fair 
prosperity, but only fair. While there was no 
great railroad war in 1886 to lower rates gener- 


ally, the contest among the Pacific roads made| 


their through business unprofitable ; and there were 
many disturbances in the Northwest, which, with 
the sudden development of the Lake Superior traffic, 
diminished earnings in that region. Thecrops were 
but moderate, and prices for farm products were ex- 
‘tremely low.’*On the other hand, manufacturing 
industries in geriéral were fairly active and pmces in- 
creased somewhat. This was especially true of the 
industries which contribute most directly to the build- 
ing and equipment of railroads. The railroads have 
gone far to make a prosperity in which they have 
shared. Only twice has the length of new track of 


the year been exceeded—in 1881 and in 1882, when} 


9,358 miles and 11,591 miles, respectively, were laid. 

On the whole the results of the railroad year are 
satisfactory and encouraging in the increase of earn- 
ings on the investments, in the healthy increase of 
volume of business, and in the decrease of operating 
expenses. 

At the close of the several fiscal years the length of 
line owned, capital stock, funded and other debt, and 
net earnings in millions of dollars were : 


1886. 1885. 1884, 1883. 1882. 
Miles eteeeseeee sees 133,606 127,729 125,152 120,552 114.461 
Liabilities......... 8.163.1 7,842.5 7,676.4 7,477.9 7,016.7 
Net earnings........ 300.6 269.5 268.1 293.4 


Per cent. net 


earn- 
ings of liabilities .. 3.7 3.6 3.5 3.9 3.9 


These figures include the operations of the elevated 
roads. Certain ‘‘ current debts,” amounting in 1886 
and 1885 to over 200 million dollars, are not included, 
as the Manual only gives them for the last two years. 
The resulis show, however, with some accuracy the 
relation$ of earnings to investments for the last five 
years. 

Up to the close of the fiscal year the mileage of 
road completed was 138.607 miles (at the close of the 
calendar year it was 187,986). Of this full statistics of 
operations were received from 125,147 miles, or 93.7 
per cent. Jn 1885, 96.3 percent. reported; in 1384, 90.4, 
and in 1888, 88.7 per cent. The gross and net earnings 
per mile of road operated and percentage of expenses 


were: 
1886. 1885. 1884. 1883. 1882. 


Grows Carmine... ...65. 008 20. evoe $6,570 6,265 6,663 7,461 7,377 
ee rere 2,376 2,185 2,318 2,702 2,670 
Percentage of expenses..........- 63.84 65.12 65.21 63,78 63.71 
Net earnings per train mile..... 0.522 0.474 0.492 0.540 0.570 
Earnings per passenger, per mile.. 2.181 2.198 2.356 2.482 2.514 
Earnings per ton, per mile......-.. .042 1.057 1.124 1.236 1.236 


The average passenger journey and average haul per 
ton have been : 


1886. 1885. 1884. 1883. 1882. 
Passenger journey... .... 25.27 25.99 26.24 27,32 ~ 25.89 
Freight haul................109.49 112.46 112.07 110.04 109.02 


We see thus an improvement in gross earnings 
over last year, and in net earnings over the 
last two years, notwithstanding the steady decline 
in rates and the diminished length of _ haul. 
The influences that have tended to the general and 
steady reduction of rates, may have been arrested in 
some measure temporarily by the Inter-state act, and 
it would not be surprising if the ‘‘ Manual” of next 
year should show a change upward in the earnings 
per passenger and per ton-mile. The facts obtain- 
able are yet, however, too few for a basis for 
reasonable judgment. On the other hand the 
great diverrion of traffic to the water-ways 
and the extension of comparatively unproductive lines 
will to some degree counterbalance any increase of 
rates, so that in the summing up for 1887 it may 
well be that the net earnings per mile will not 
continue the upward tendency of the last two years. 
The editor of the ‘‘Manual,” however, is sanguine 
as to the general result. He says: 

There seems to be a disposition on the part of all our. rail- 
road companies to cultivate the traffic of the districts which 
they specially occupy, rather than invade the territories of 
other lines.. The new roads opened the past year, or in pro- 
cess of construction, consist mostly of laterals or feeders to 
trunk lines. Some have been or are being constructed at a 
cost:so low as not to draw excessive amounts of capital from 
other industries, while they will add largely to the earn: 
ings of the trunk lines to which they belong. The 
year 1887 opened auspiciously for our railroads, 
It is closing still more auspicieusly. Although the tide 
had only begun to turn in°1886, the earnings for the year 
were 714 per cent. greater than that for 1885, the increase in 
the investment upon which such earnings were made being 
only a little over 3 per cent.; mileage only about 1.8 per 
cent, The earnings for 1887 are likely to equal $900,000,- 
000, the increase to equal fully 10 per cent. over that of 
1886. The increase in the investment upon which such earn- 
ings are to be based will not probably exceed 3 per cent. 
Hereafter it seems probable that the earnings of our rail- 
roads are to increase in ratio considerably greater than the 
amount of capital invested in them. A striking feature in 
the results of the operation of the railroads of the country for 
phe past year is the increase, shown in the following table, of 
the tonnage traffic and earnings of the three great trunk 
lines—the New York Central, including the West Shore, the 
Erie, including the New York, Pennsylvania & Ohio, and 
| the Pennsylvania, Pennsylvania Division. 



























































| csuamee. Tons of freight moved.) Increase 
Roapbs. of tons 
moved. 
1885. | 1886. 1885. 1886. 
New York Central.| _953| 1,329] 10,802,957| 12,718, 101|1,916,144 
rere 1,601) 1,609) 10,253,489) 12,806,918/2,553,430 
Pennsylvania ...... 1,518) 1 568) 24,043,028] 26,420.448) 2,377,922 
4,072 4,506 45,099,474| 51,945,467/6,845,993 
| } 
| Gross earnings. 
Roapbs. | Increase of 
a earnings. 
1885. | 1886. 
New York Central., $24.429.441| $30,506,361 $6,076 920 
Sayers 20,555,615) 24,471,601 3,915,986 
Pennsyivania...... 27,667,406) 31,132,287 3,464,881 
| $72,652,462] $86,110,249] $13,327,787 











The mileage of the above lines equalled 3.6 per cent. of she 
| total mileage operated in the United States the past year. 
their tonnage equaled very nearly 11 per cent. of the 
| whole. The increase of their tonnage equaled 6,847,496 
| tons, the increase equaling 15 per cent. of the increase for 
| all the roads. The increase of their earnings equaled 

$13,357,787,"or about 23 per cent. of the whole. These three 
| lines convey to the seaboard thegreater portion of the produce 
| of the interior, whether sent forward for domestic consump 

tion or exportation, so that with rates maintained, their 
traffic is likely toincrease in a greater ratio than that of 








280.3 | other lines. 


The increase in volume of business and its relative 
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density are shown by the following figures. The pas- 
senger-miles and ton-milesare in millions : 


1886. 1885. 1884. 1883. 1882. 
Miles operated....... 125.146 122.130 113,173 106.938 95,752 
Millions of pass.-miles 9,660 9,134 8,779 8. 7,483 


O41 
Ton-miles 52,802 49,152 44,725 44,065 39,302 
Increase per cent. per —_ 


Passenger-miles.... 5. 4.0 28 ° 14.1 
_ peti 7.4 9,9 1.5 12.1 
The traffic per mile of road has been: 
1886. 1885. 1884. 1883. 1882. 
Passenger-miles.. .. 77.187 74.190 77,570 79,876 78,146 
Ton-miles.... ...... 421,920 399,250 295,190 412,100 410,418 


It will be seen that the density of both the passenger 
and freight traffic has increased, although last year 
it seemed to have become stationary or begun to di- 
minish. 

The passenger and freight movement in millions of 
trips and millions of tons are shown below: 


1886. 1885. 1884, 1883. 1882. 
Pass. carried..... 9,659.7 9,133.7 8,778.6 8,541.3 7,483.0 
Increase per ct. 5.7 4.0 2.7 BOB. srivece 


Freight, tons car- 
* epeeemed 52,802.1. 49,151.9 44,725.2 44,064.9 39,302.2 
Increase per ct. 7.4 9.9 1.4 BBR. “asses. 
At the close of each fiscal year the mileage, capital 
stock, bonded debt and unfunded debt of the roads 
reporting were as given in the following tables : 


Capital stock, millions of 
—doll 

















Mileage. Ae _ sn 

Miles. Tne. ce. ine. P.c. 

.. See 133,607 5878 46 $3,999. 181.8 4.8 

| RSS 127,729 2,577 2.0 3,817.7 55.1 1.4 

1884. 125, 152 .600 3.8 3.762.6 54.5 1.4 

1883.... .. .120,552 6,091 5.2 3,708.1 197.1 6 

DE 0s cco SE | éeanan » oe weared aii 

Increase in 4 years. 19,146 16.7. ....... 488.5 139 

Bonded debt, millions of ufunded debt, millions 

-—-——-dollars.- a ——-of dollars. —— — 

Ine. P.c. Inc. or Dec. P.c. 

ee $3,883.0 117.3 3.1 7 21.6 8.3 

ae 3,765.7 96 6 2.6 259.1 14.5 5.9 

eye ,669.1 168.2 4.8 244.6 D.244 9.0 

abs sce 3,500.9 265 4 8.2 .0 D. 1.2 0.4 
) | Ae 3,235.5 .:... 270 2 oes oats 

Increase iu 4 years.... 647.5 | rere 10.5 39 


These figures bear out in principle the conclusions 
arrived at by Bradstreet’s from a comparison of 98 
roads for two years, and 72 roads for four years, that 
the bonded indebtedness has increased faster than the 
stock outstanding; but they do not confirm the other 
deduction that the mileage and capital stock have in- 
creased in the same ratio. On the contrary, the mile- 
age has increased considerably faster than the share 
capital. The results are, of course, what were to have 
been expected from the fact that the new roads have 
been so largely built by old corporations from the 
proceeds of construction bonds. 

The capital stock per mile of completed road has 
slightly decreased in four years, and at the close of 
the fiscal year of 1886 was $29,935. The bonded debt 
per mile has slightly increased in the same time, 
and was $29,062. The cost per mile of road and 
equipment had also increased, to $54,301. Consider- 
ing the course of prices, the increase of ‘‘ cost of road 
and equipment” should and probably does represent 
actual increase in value. While the mileage increased 
16.7 per cent. in four years, the milesof track in- 
creased 19.2 per cent., to 168,049; the miles of stee] 
rails increased 58.5 per cent., to 105,724; the number 
of locomotives increased 19.4 per cent., to 26,415 ; and 
the whole number of cars 15.9 per cent., to 871,491. 








Life of Rails 


In the Railroad Gazette of May 6, 1887, page 3802, 
tables were given showing the wear of rails on two ex- 
perimental sections of the Cologne-Minden Railroad. 
Those tables were from a paper by Herr Funk, pub- 
lished in the German Organ. It appeared from them 
that the percentage of renewals was : 


After After After 
12 years. 15 years. 1% oy 


Homogeneous fron. ........+ee.e00 80.1 2.0 0 
Wieehemtel™ OR... scence.  sescce 68.0 74.0 74.0 
Bessemer steel, Hoesch & Son... .. 4.7 6.6 17.5 
= —_— sere 4.1 6.1 95 
ns © - FROSDEG sc ce:. cscvcess 1.3 2.0 54 


gross load carried over them was 0.12 millimetres, or 
0.0047 in. The least wear was shown in the homo- 
geneous iron, 0.0033 in. ; aud the greatest wear that 
of Bessemer steel was 0.0059 in. The grade was about 
5 ft. per mile, and the only curve had 4,920 ft. radius. 
The line was double tracked. Brakes were not 
ordinarily used. 

Further facts are now available from the same paper. 

Measurements on the German roads in general for 
the years 1879-81 gave the following results (whether 
all steel not stated) : 

(a) For single track with grades of not over 15 ft. 
per mile and curves of not less radius than 3,280 ft., 
85 roads showed an average wear of 0.11 mm.; or 
0.0043 inch per million tons. 

(b) For double track, under the same conditions 
otherwise, ‘the wear amounted to 0.0027 in. per mill 
ion tons as the average of 43 roads. 

The answer to questions by the German Railroad 
Union, published in 1878, showed, as the result of 
observations extending over six to nine years, the fol- 
lowing: 

(c) For track with grades less than 29 ft. per mile 








and curves of large radii, a wear of from 0.0019 to 
0.0039 in. per million tons, where braking was not 
done. 

(d) For track with grades of 35 to 44 ft. and large 
radii, where brakes are somewhat used, a wear of 
0.0055 to 0.0066 in. per million tons was found. 

(e) On track with grades of 52 to 88 ft. and curves of 
1,940 ft. radius the wear amounted to 0.0098 in. per 
million tons. 

(f) With grades from 88 to 120 ft. per mile and curves 
of 656 ft. radius the wear was from .0195 to .039 in. 
per million tons. 

Herr Funk notes the substantial agreement of (a) 
with the results obtained on his own road, and says of 
the discrepancy shown by (b) that the observations 
under the auspices of the Railroad Union had been 
over too short a period to deduce satisfactory results 
from. He does not comment on the extraordinary 
difference between double and single track wear for 
the same traffic and conditions as shown by (a) and (b), 
a difference which, if confirmed by further observa- 
tions, will furnish a strong argumeut for an early re- 
sort to second track on roads now doing their business 
with one. 

It does not appear at all improbable that this differ- 
ence exists, when the much more destructive action is 
considered which must result from rubbing the sur- 
face grain of the steel alternately in opposite directions 
as compared with always rubbing it the same way. 
The action must be somewhat analogous to what would 
take place with a wire brush which is rubbed violently 
back and forth over a metal surface, compared with 
the effect of rubbing a surface with the same wires on 
a circular brush, revolved always in the same direc- 
tion. "We should expect the former action to be much 
more effective on the surface rubbed, but also much 
more destructive to the brush from the alternate bend. 
ing of the wires in opposite directions. 

The problem is, however, complicated by the differ- 
ence of action on the rail grain of locomotive drivers 
and of other wheels; the former tending to push the 
grain in one direction, and the latter pulling it the 
other way. On level track, therefore, it would seem 
that the wear on the rail should be about equal for 
single or double track per unit of gross load at the 
same speed. On grades, however, we have a different 


state of affairs. On a single track road, the engine | 


drivers going up grade push the grain of the rail- 
head back with a force due to level traction plus 
gravity, while the other wheels pull it forward with a 
force due to their resistance to level traction. In going 
down grade, if the fall is sufficient all wheels push the 
grain the same way. Wehave, at all events, the re- 
versal of the pull on the grain which is so destructive’ 
On double track, on the contrary, while the up grade 
track experiences this condition, the down grade one 
is not only relieved from the abrasion of the enging 
pull, but its grain is furthermore always laid in the 
same direction, and, as said before, it is not improb- 
able that the decreased wear thus obtained in this 
track reduces the average wear of the two per unit of 
gross load. 

One point is left by Herr Funk in undesirable ob- 
scurity, which is exactly what the defects were which 
led to the more rapid removal of the homogeneous iron 
rails in spite of their slower wear. The superior use- 
fulness of Bessemer steel over every vuther material 
for rails became evident so early in the trial sections 
of the Cologne-Minden road, that since 1869, the com- 
pany has hardly laid any rails of other material, in 
spite of the high price of the Bessemer rails when 
this policy was inaugurated, and the management is 
fully satisfied with the economy effected thereby from 
the very beginning. Herr Funk proposes to attain a 
life of 55 years for track carrying two million gross 
tons per year by increasing the depth of head to allow 
a wear of 15 mm., or 0.59 inch, a hope which seems 
Utopian in view of the irregularity of the wear and 
consequent roughness of any track which has suffered 
such a decrease in rail height. 








Hand Brakes on Passenger Trains. 


The derailment on the Baltimore & Ohio in Wash- 
ington, D. C., last week is not of great consequence as 
compared with others, so far as fatality is concerned. 
In fact the wonder is, as in nearly all passenger train 
accidents, that so many came out alive; but the 
dramatic circumstances connected with it and the 
fact of its occurring right under the noses of some 


to be widely published. But whether the fatalities 
had been many or few, or even if there had been no 
damage at all, the occurrence brings out a lesson 
which needs to be seriously pondered, and that is, the 
necessity of having brakemen on passenger trains, 
and having them under proper discipline, Ruailroad 


superintendents, like other people, sometimes lock the 
door after the horse is stolen, and therefore they will 
not, we trust, look for an apology from the Railroad 
Gazette for taking an accident for a text in two con- 
secutive issues. 

The Baltimore & Ohio is, of course, subject to crit. 
icism for not having adopted the best pattern of brake 
earlier than it did, and may be reprehensible for run- 
ning trains through the public streets of the capital of 
the United States, not only at high speeds, but 
at any speed at all; but those are not the main 
points. The best brake in the world fails some- 
times, and men to work the hand-brakes are 
absolutely essential to the safe handling of 
fast and heavy passenger trains. Torun a train like 
the one.in question with only one brakeman besides 
the baggage-master is very risky, not to say reckless. 
Massachusetts is doubtless as progressive as any of the 
states. Its intelligent board of commissioners propcse 
changes in laws as fast as new conditions warrant 
them, as, for instance, in the matter of grade crossing 
stops and freight car couplers, but this board has said 
nothing about abolishing the law which requires one 
brakeman for every two cars in a pussenger 
train. Certainly this number is none too great, 
when so large a_ proportion of the cars 
in a train have only two-thirds of their wheels fitted 
with brakes ; and, speaking from observation and not 
from actual data, we should say that few if any im- 
portant roads have reduced their train forces in the 
least by reason of the use or the increased efficiency 
of power brakes, The train baggage master, where 
his duties inside the car are light, cun doubtless often 
be counted as one of the braking force for emergencies; 
but he should be rigidly held to his duty in this re~ 
spect, and not allowed to get careless, rusty and out 
of practice. Four or five men of the right kind are 





needed on a long train simply for proper attendance 
;Upon passengers, and on most roads for the proper 
| protection of the rear of the train. The services 
|which really bright brakemen do perform for 
passengers, and which a large share of the 
average grade do not perform, illustrate the 
ways in which men can be made useful upon a train. 
There are the obvious and every day duties of assist* 
ing women, children and infirm persons on and off ; 
great improvement could be worked in this respect, by 
having men trained not only (to be willing to assist 
passengers but to show their willingness. Many brake- 
men even in this enlightened day have not the sense 
and courage to keep incoming passengers out until those 
inside wishing to alight have done so, thus allowing 
a disagreeable crowding at the larger way stations ; 
but it is for the interest of the company to have alert 
men on hand just to attend to this little matter. A 
newspaper item not long ago complained that brake- 
men do not go through the cars often enough; passen- 
gers desiring to make reasonable inquiries have to wait. 
Such matters as this should not be beneath the notice of 
officers who wish to be really popular. A wide-awake 
candy peddler going through a train exhibits to the 
passengers a very different bearing from that of the 
average brakeman ; but is it not as much for the in- 
terest of the railroad to get at the good natured side of 
people as it is for the candy man? 

It is a general rule that when the rear brakeman 
goes back with red signals the next brakeman shall 
take his place at the end of the train; but in practice 
this doesn’t have to be done very much, for the brake- 
man keeps a sharp eye on the train and very seldom 
gets left. In going out with the flag he makes exceed- 
ingly slow time, but in returning he covers about four 
sleepers at each stride. There can be no question, 
however, that in a great many cases the only safe 
thing to do is to go back one-half or three-fourths of a 
mile and stay there; and that if Rule 99 of the uni- 
form code were (when properly filled out) strictly 
observed, the number of spare men necessary on a 
train to temporarily fill the rear man’s position would 
be greater than it generally is at present. 

But it is, perhaps, unnecessary to adduce evidence 
of the necessity of a full force of men on a train; let 
us hope that most roads are right on this point. 
Another question, and perhaps a more serious one, is 
that of the discipline of passenger crews. Everybody 
realizes that these men have little or no braking to do, 
but do they bear in mind the old truth that idleness 
and inaction tend to inefficiency and dullness? There 
is little doubt not only that passenger crews are 








| slowly tending towards that state where they will be 


of the sharpest reporters in the country have caused it | very poorly qualified to stop a train quickly, but that 


n many cases that condition has been reached al- 
eady. Passenger train crews should be kept in the 
very highest state of efficiency, and if their regular 
duties do not insure ‘this, special training should 
be resorted to. Men who are likely at any 
moment to have the responsibility of some 
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scores of lives thrown upon them _ should a ‘and the decisions recognize Congressional action in all | from DF any risky devices to increase their business. 


be as carefully trained as 
of city fire departments. No man should be employed | 
on a passenger train who has not had experience on | 
freight trains, or at least in yard work. Passenger | 
trains should be ‘‘handled” occasionally by hand, 
even if the power brake has to be designedly disused 
for this purpose. This is especially the case on | 
steep grades or other places where the skill which 
comes only from practice is requisite to handle 
a train safely and smoothly. It is not creditable to a | 
road for its passenger trains to halt and jerk at 
stations and other places, whenever the power | 


brake gives out (as it occasionally will), even 
if the braking is done in a safe manner. Con- 
ductors should be required to marshal and/| 


instruct their men so as to do all the work of | 
the train in the very best manner, giving attention | 
first to their efficiency as brakemen, and after that to 
the matter of attending to passengers’ comfort. 
Keeping the conductor constantly busy in the attempt | 
to keep a double entry ledger and day book account 
with each individual passenger, and at the same time 
allowing the brakemen to sit in idleness, looks some 
like beginning at the wrong end. 

§ |To run two miles without being able to reduce speed 
to a moderate rate ,even on a 53-foot grade, is well-nigh 
conclusive evidence of grossnegligence. However large 
or small the force of brakemen, the proper place for 
them on such a grade was at the brakes, and the prac- 
tice on the best roads is to require them to be in that 
place on descending such grades, howsoever good the 
power brake may be. 








The Engineers’ License Law of Alabama. | 





At the last session of the Alabama Legislature, a bill 
was passed establishing a board of examiners for loco- | 
motive engineers, and requiring the men to take out 
a license and pay a fee for it. Concerning this act, 
the Railway Service Gazette says : 

A large majority of the engineers, upon whom, under the 
provisions of the Alabama law, a special tax is levied, are not 
citizens of the state named, but reside in the states of Geor- 
gia, Tennessee, Florida, Mississippiand Louisiana. Now, these 
engineers do not run in Alabama of their free choice, but are 
compelled to do so as a part of the vast inter-state commerce 
system of the country. Were these citizens of another state 
to 1efuse to run their engines into Alabama, or the companies 
by whom the engineers are employed to refuse to send the en- 
gines into Alabama, there is little doubt but the laws of the 
United States would compel them to do so. Can the govern- | 
ment of the United States compel a citizen of Georgia to per- 
form certain duties in Alabama and not protect him against a | 
special burden that the last named state may place upon 
him? Tosay that Alabama may levy a special tax upon 
the locomotive engineers of Georgia, who may unfortunately 
be compelled to run their engine into Alabama, is to say 
that this state may at the pleasure of her legislature obstruct 
the whole inter-state commerce of the country. 

We incline to agree with our contemporary that the 
law may be found unconstitutional. Every one under- 
stands by this time that the commercial power of Con- 
gress does not extend to railroad traffic which is con- | 
fiued within a single state. But so far as roads or 
engineers running trains from Alabama into other 
states, or coming from other states into Alabama are 
concerned, it is likely that the attempt of Alabama to 
exact license fees from them will be annulled as soon 
as the question can be duly brought to court. 

The clause of the constitution is very general, even 
vague in terms, but one or twvu things have been! 
settled by repeated decisions. One of these is that 
railroads are one of the instrumentalities of commerce. 
A railroad engineer while in his calling is employed in 
commerce. Another settled thing is that the power 
of Congress over inter-state commerce is exciusive of 
the states; a state cannot antagonize Congress. 
Various views used to be taken of the power of thestates 
tv act while Congress held itself inactive; one opinion 
has been that if Congress did not legislate a state 
might do so; an opposite opinion was that its silence 
signified a determination trat commerce should be 
tree; a third opinion has attempted to classify various 
improvements; to say that some might be made by 
states if Congress was inactive, while others could be 
made by Cong ess alone. But there is, just now, no 
denying that Congress has taken inter-state commerce 
in charge in a pretty general and decisive way. De-| 
fenders of an Alabama tax will not find much support 
inaclaim that Congressional neglect of the subject 
leaves each state free to enact her own will. 

The exercise of the commercial power, when con- 
sidered in the full extent to which it has been con- 


ferred, rather than in the light of the actual exercise | calmness must be accorded.to the Inter-state law, though how 


heretofore practiced, divides into three branches—pro- 
tection and improvement of channels and ways of com- | 
merce, civil regulation of its persons and their business | 
customs and methods, and punishment of offenses ; 


are the members| these ways. 


Abstractly the power is as broad, or nearly | 


as broad, with regard to railroads as it is with regard | 
to shipping. 
ably regulate the affairs of seamen and provide for the 
safety of ocean passengers, and may, though it has 
not fully done so, assume superintendence of pilots, 
so it may undoubtedly act upon similar subjects con- 
nected with inter-state running railroads, 
power to regulate engineers as well as pilots. 
same may be said of crimes which obstruct free inter- 
course between the states :—the organization of gangs 
of robbers to ‘‘ go through ” 
inter-state trips, for example. Congress may promote 
all the forms and kinds of commercial oommunication 


Now, just as Congress may unquestion- 


It has 


The 


railroad trains, while on 


| 


between states, from the initial point of transporta- 


tion to its very terminus, by the threefold power of | 
opening channels, prescribing methods, and punishing 
obstructors. 


The particular question of stata taxes which have an 


effect to embarrass inter-state commercial dealings | 
has already come before the Federal courts in several | 


cases, Three or four years ago there were two pilots | 
qualified as such under the laws of the United States, | 


who were eng?’¢ 
the Mississippi River to the sea. 


ged in piloting vessels in and out of | 
A law of Louisiana | 


assumed to require them to take out licenses and pay 


fees to the state. 
therefor under the state laws, but they applied by | 


They refused, and were imprisoned | 


habeas corpus to the Federal judge, and he decided 
that they had the right to serve as pilots without 
complying with a state license law, and set theza at | 


| liberty. 
Court did not affect this position. 


A later decision in the cause by the Supreme 
In 1854 Alabama 


passed a law requiring registration of steamboat own- 


lers, with a 
boat under the act 


a penalty for failing to register any steam-| 
; but the Supreme Court adjudged 


the law uuconstitutional, because Congress had legis- 
lated on the very subject and had established regula- | 


| tions to which the state could not make additions- 
Another Louisiana case recently decided that when a 
state imposes a license tax on boats under such cir- 


commerce, it is void. 


cumstances that the tax operates as a regulation of 
There was an attempt made by 


the state of Texas to levy a tax on telegraphic mes- | 
sages; but the Supreme Court said that mes sages 


| going out of the state could not be taxed. 
| cisions have 
of 
other ; 
| a stamp tax upon bills of lading covering imports or | Others............. ... 
exports from or to other states ; 


Several de- 
said that a state cannot tax transportation 
or persons from one _ state to an- | 
for example, require payment of | 


goods 
cannot, 

| 
or exact head money ; 
from passengers arriving from outside the state. A 


state cannot tax a citizen of another state for passing 


through her territory ; the right of citizens of the 
several states to pass through each other state is| 
given by the Constitution. And the broad principle | 
has been laid down that freedom of transportation | 
implies exemption from charges other than such as 
are imposed by way of compensation for the property 
employed, or for the facilities afforded, or by way of 
taxation of the property within the state. 


There is, it is true, what is called the ‘‘police power,” | 


in virtue of which a state (avoiding transgression of 
Congressional regulations) may establish regulations 
and make small incidental charges in the nature of | 
quarantine. Probably the promoters of the Alabama 
law rely upon this, and will claim that the state may | 
maintain an inspection law as she may a quarantine, | 
for the common protection of her people. But evi- 


dently there cannot be both a Federal and a state ex-| 


amination of trainmen in Alabama. Nor can there be 
three dozen examinations, one in euch state, so that 


| an engineer on a through train must be prepared by 


an inspection and payment of a fee for each of half a 
dozen states through which his train is to pass. We 
think the. authority assumed by Alabama will be 


found, in its practical working, to exceed considerably | 
, and to amount to a serious interrup- | 


the police power 
tion of railroad commerce. 








The Lake Shore and the Michigan Central have taken large 
percentages of the east-bound freight out of Chicago for a few 


weeks past, and have been accused of cutting rates to do it. | 


This they have denied; but it is now asserted with a consid- 


erable array of plausible ‘‘ evidence” that the Blue and the | 


Red Lines have taken shipments from Minneapolis tc Trans- 


Atlantic ports at about 34 and 35 cents, which, deducting | 


7\¢ for the road west of Chicago and 11, 12 or 13 for the 
ocean charge, leaves only about 15 cents for the roads east 
of Chicago. Tariff rates—25 cents on grain, Chicago to New 
York—have, on the whole, been well maintained since the 
first: of April, and at least some of the credit for this 


much it would perhaps be hard to say. The prosperous con- 
| dition of general business, both passenger and freight, which 
sustains gross receipts, and the lively demand for cars for all 
kinds of other freight of course tends to restrain traffic men 


This and the Inter-state law combined are the causes that the 
boatmen may thank for the heavy grain carrying trade they 
have secured this season. About all of the grain reaching 
New York the last month has come by canal, and 4 centsa 
bushel on wheat to Buffalo was offered the boats at Chicago 
last week with no takers. 


July Accidents. 





Our record of train accidents in July, given in this num- 


| ber. includes 61 collisions, 53 derailments and 3 other ac- 


cidents ; a total of 117 accidents, in which 66 persons were 
killed and 271 injured. 
These accidents are classified as follows : 


COLLISIONS: 
PP ER EO ee eT re 26 
PN Coc cancveccbanes Si stckhsacseeebebiess eevesdueteus’s 33 
NEE Ss ia'a cc BES hi 5 ie ce cba snes \ObE Ladesecebennese 2 
— 61 
DERAILMENTS: 
cnkcedeviawisisees ccccscededqace + Mabeeah > 2 
Spreading of rails........... St bukbis cd Kaos ap0canded 1 
EI. WR d 6 iw need Giese cack Roe coventnqustoetsan 1 
I NIN 5 eine che nnngs¥ancdip 4906h. Sapneenerentecewh 1 
UII oiscs Sosceccenstede S Pie ecesanseteess 3 
icc tcloy te cdvagerisésny, denme«deleenndetseoqens 5 
Broken brake beam.. .... ... 1 
eee. a CaP aeEe tae? beaee Weer amar ye ae e 
NE tiene dk bith HAAR RED. 6 OD ORES AREER OU SAREE 6 
EL il; Kh dccad. toa0900900sses ce caabiesehesessene 5ehbe 1 
Ree erry ae er ee rere 4 
Maliciousness.... . 1 
Accidenta! obstruction. | 
REO ccc fecuydem ess Reatswe dnp eessccanpeuesnaaeens 21 
-—— 53 
OTHER ACCIDENTS : 
ee eee 1 
EE aid cca gincsw.b0is.ancn 00d cede biGeowaneder 1 
SRG eGR SIO OUG ois. o6iitsise does? “Rie sd zdécsboncesss 1 5 
Total number of accidents............ c.cceeeee woe oe 117 


The causes of collisions where given were as fcllows : 


NE ORI i asdp ab cesicn bide seaSaniaeehes sa00aene 3 
PN IONE. sch oe k5- 06 bce, 2000 0d5000ed EETOe 200 00s, & 10 
Failure to give or to observe e signal Sed emheneha cgndhs apehdsanmans 5 
¥ailure of air brake.. 8 
a te CCT eer ete Ler 9 
IS 5.0.9. 56d.006.258:04 5 40es Ape nhs SegdEbibenetesiownsegeen 31 

in nhc 0b eects: dna teeetss- sdaeaweipgesareen sienabdestes 61 

A general classification shows: 

Collisions. Derailments. Other. Total, P. c. 
Defects of road...... ‘ 8 ae 8 6 
Defects of equipment. 3 6 3 12 10 

| Negligence in operat- 

RR ithebs ch ap bandon Oe 4 31 27 
Unforeseen obstruc- 

taons. . we 14 14 12 
Unexplained . naasineban 31 21 wed 45 

DORN. 8 éiice bevides 61 53 3 117 100 
fgThe number of trains involved is as follows : 

| Collisions. Derailments. Other. Total. P.c. 
Passenger ........... 34 ‘ 2 54 32 
Freight and other..... 81 35 1 17 68 

TON csiiddecdis: 0d 115 53 3 171 100 

The casualties may be divided as follows : 

KILLED: Collisions. Derailments. Other. Total. P.c. 
Employés ............. 30 16 3 49 74 
Passengers ............ 13 oe 13 20 

1 3 4 6 

ee ee 44 19 3 66 100 

INJURED : 

Employés. 60 35 9 104 38 
Passengers . eT Pare 30 35 éa 65 24 

aw cuskdveensss ac 101 1 102 38 

Total........ .... 191 71 9 271 ‘100 

Twenty-nine accidents, caused the death of one or more 
persons and 37 caused injury, but not death, - leaving 


51 (43 per cent. of the whole) which caused no injury deemed 


} 
| worthy of record. 


The comparison with July, 1886, shows: 





1887. 1886, 
Rear CON. ae ec 26 27 
Butting “ 33 ~ 
SE ive aredend [eke cddnus beteedeok bicecde 2 3 
Derailments ui Moke as heth nga tSbkngoeen\ciawmers 53 49 
PIO MUON ids 0. c's ve suaweds dus sabetdercdbsdense 3 4 
GG RETO on. s'.(o0eg) 05 go0neh yo cunceeee. sence 49 17 
Others mT UL RA Shee CSR RCeessweeN.” he seeeeiees 17 6 
| Reply és injured Sy Ee es pene eee te ee re 104 62 
Othe 167 26 
Pass. “erating involved . 54 80 
Average tee betes 
PND ccd titeen. < cewek gens cndccteveccaseecs S008 3.77 2.93 
Killed. 2.13 0.74 
| Ip pjured. re 8.74 2.84 
| avenge per ‘accident : 
EEE Os det ckucedh Sailnatb< a4 epeteinced MORO Labos 0.569 0.253 
PM etishcciaias | (Me ctaasesicavvcstamdianes 2.317 0.967 


The record for the month is the worst for a long time. No 
| month in the last six years shows so many injured, February, 
1885, with 259, coming the nearest to it. And during that 
time only one month, October, 1880, in which occurred the 
Pittsburgh collision, had so many killed. That month is 
charged with 69. The butting collisions make a dis- 
graceful exhibit, and a perusal of the record wili reveal 
a large variety of blunders attributed as causes of them, 
The averages per day and per accident also show startling 

comparisons. 

| ‘The worst accident of the month was the St. Thomas col- 
| lision; this and several other serious ones were not in the 
| United States, which fact should be remembered in making 
comparison with the train or track mileage of the country. 
At St. Thomas, as at Washington, Aug. 17, the force of 
brakemen was seriously deficient, and there are other facts 
bearing upon this collision which are likely to be brought 
out at the trial of Conductor Spettigue, and which we shal] 
refer to hereafter. 

The worst in the United States was the collision on the 
Chicago & Alton, July 27, by which a lot of heipless work- 
men were condemned to face death ona high trestle where 
the circumstances were such that if they had been on level 
ground they-could rrobably have jumped and saved them- 
selves. The cause of this collision seems to lie in the lack of 
the very strictest sort of supervision, and‘discipline, which it 
seems almost futile to hope for. The trackman told onetrain 
that he had held the opposing train, when in fact he had no 
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the manner of holding that train was apparently the 
simple point at which he failed; old and careful con- 
ductors learn by experience that the only way to hold 
he right of road (in the absence of dispatcher’s 
authority) is to entrust the duty to an alert man who shall 
make that his first and only business, and keep a red signal 
exhibited constantly and unconditionally ; but this track man 
seems not to have learned this point either from his own 
experience or (by the aid of the superintendent) from that 
of others. The men in charge of the work train who started 
on this unreliable authority may be technically innocent, 
but the case vividly illustrates the truth that overcautious 
people are often valuable on a railroad. Many a con- 
ductor has saved his train from disaster by refusing to move 
when offered an apparently clear road ; his cautiousness lead- 
ing him to inquire further avd to discover possible loopholes 
that had not been thought of by others. Apparently this 
man was not one of that kind. The old prairie fashion of 
runving ‘under control” where trains can much of the time 
be seen long distances away, may have influenced the action 
in this case ; but the older heads even on the prairie roads 
have long since-concluded that so long as anything less thana 
man with a flag ahead is depended upon for safety disaster is 
sure to ensue sooner or later. 

An unusual number of the accidents this month have been 
reported with some show of intelligence, the causes being 
stated in a tolerably clear manner; and official investigation 
has taken place in more than the ordinary number of cases. 
That on the accident to President Cleveland’s train we have 
referred to already. The collision at Hooksett, N. H., was 
investigated by the state commissioners, The testimony was 
somewhat conflicting as to the leaving of the switch wrong, 
but the board decides that brakeman Chapman was responsi- 
ble for it, and alsoJadds a sensible and valuable warning to 
epginemen in general in the statement that ‘‘had Engineer 
Clark been as alert as engineers generally are, and as they 
are rightfully expected to be, he would have seen the signal 
sooner than he did, and have prevented the worst results of 
another’s carelessness,” Enginemen, and other railroad 
employés as well, can never fill the highest ideal of their 
positions unti] they are willing and ready to do not only 
their duty but more than their duty. 

In the case of the derailment on the Baltimore ‘& Ohio at 
Pittsburgh, July 24, the coroner’s jury, in addition to find- 
ing the conductor grossly negligent for not setting the switch 
right, censured the road for not having the target properly 
painted. James Sweeney, the runner of the empty engine 
which collided with a passenger train at Upper Montclair, 
N. J., July 16, was arrested by the. state au- 


thorities and jailed, but subsequently released on $1,509 | 
The reports stated that he was arrested because the | 


bail. 
coroner’s jury turned him over to the Grand Jury, buta 
later account says he was exonerated and set free by the 
coroner, who, on Sweeney’s testifying that his watch was 12 
minutes slow, that 1t had run properly for four years, that it 
was compared the morning of the accident, that he 
had no conducter with him, and that the road had 
since adopted the practice of sending conductors with 
empty engines, charged the jury to bring in a verdict of not 
guilty. This accident should warn many rcads of their 
inconsistency in enacting strict and particular rules 
about the jomt responsibility of conductor and engine- 
man, and then sending out engines, which can in 
various circumstances cause trouble as surely as cap a 
train of cars, with no conductor at all. Some minor 
incidents in the accounts of the month are worthy 
of note. Ina collision between a passenger and a freight it 
is stated that the passenger conductor’s watch was slow ; 
which, in view of the universal rule for freights always to 
wait for passenger trains, seems rather odd as the cause of a 
collision, This and numerous other reported collisions tend 
to show that the rule requiring two men to have watches and 
keep track of the time, independently of each other, is very 
often broken. An apparently careful and conscientious 
conductor in New Jersey made a slip and left a switch wrong, 
and is reported to have said ‘‘ frankly in the first heat of his 
mortification, that he ought to be discharged, as he did nut 
longer care to work on the road, as he felt that he could 
not stand the disgrace.” Men with that spirit are the sort to 
have, however. A burned bridge will be found in the hist; 
we do not remember to have seen column editorials in all the 
papers of the United States about the culpability of its 
owners, however. There are several other accidents, too, 
which will furnish good texts for reflecton concerning the 
necessity of maintaining track walkers. 








A Pennsylvania correspondent writes us to inquire if there 
are in the market suitable binders, scrap-books or cases of 
any kind in which to file tariffs for public examination as re- 
quired by the Inter-state Commerce law. He has about 35 
tariffs and is unable to settle upon any device that is satisfac- 
tory and will keep the sheets from becoming soiled and curled 
up. We know of nothing out of the usual line. This ques- 
tion has doubtless arisen on many roads, however, and per- 
haps some reader can aid our correspondent. 

Papers that are open to the public will become dirty in any 
event; even where they are in a frame under glass, the 
glass becomes sv blurred with finger marks as to need con- 
stant cleaning. The desire to introduce reforms of detail 
which was apparent in numerous ways at the time the law 
took effect, ought to extend so as to lead to the pub_ 
lication of all tariffs, both inter-state and those that are 
not, on pages of uniform size, so that binding and 
arranging them would be easy and simple. <A large 
portion of our correspondent’s 35 tariffs must be 
in the nature of special rates, and probably take but a single 
sheet apiece, Such sheets as these ought to-be: uniform with 


the regular local tariff, so as to be bound with it. A book 
form or something approximating it is necessary, or at least 
very desirable, because an index is required. . It is not fair 
to the public to hang or post two or three dozen different 
documents with no means of ready reference to their titles. 
Some roads prefer to print their passenger tariffs ina 
triangular sheet, even where it has to be a very 


NEW PUBLICATIONS. 





| English and American Railroads Compared. By 
Edward Bates Dorsey, with dis-ussion by W. W. Evans, 
Thomas C. Clarke and Edward P. North. John Wiley & 
Sons: New York. 
Many of the readers of the Railroad Gazette are already 
familiar with this work, but most of those who are not mem~- 












large one; but aside from this, the size of the Trunk | bers of the American Society of Civil Engineers, and many 
Line freight classification, 10x12 in., would seem | who are, will be glad to know that it is now obtainable in 
to be large enough for the purposes of any railroad. | one handy, bound volume. The volume is made up of the 
A strict compliance with the new law will probably be found | well-known paper by Mr. Dorsey, read before the American 
to require the reprinting of tariffs much more frequently | Society of Civil Engineers in 1885 and to which was awarded 
than has hitherto been the practice ; as the only proper way | the Norman gold metal ; a supplementary paper read May 
to announce minor alterations to the public, who presumably | 5, 1886, some discussion of the papers and an appendix of 25 
are not experts in the art of studying such papers, is to issue | pages of new material. 

an entirely rew and corrected edition of the whole tariff. If| Although these papers have been widely discussed and to 
new editions are issued frequently, the trouble from curling | some extent reprinted, it may be well to remind the youngest 
of leaves and general dilapidation will be reduced to a mini-| generation that they are the most thorough study ever 
mum; and as this frequent reprinting will render stout and | made of the relative efficiency of American and English 
permanent binding unnecessary, the cost will be reduced so | railroad methods and of comparative cost of and charges for 
















that fresh copies can be supplied as often as old ones become 
dirty, whether alterations are made in the text or not. 








The strike of enginemen on the Mexican Central which 
was reported last week has, according to the later dispatches, 
failed, the company having secured enough men to keep the 
road open until the strikers gave in. The strike was re- 
ported as having been caused by the discharge of one of 
the men whv had acted on a grievance committee, after the 
company had agreed not to discharge any one because of his 
service in such a capacity. This is illustrative of a difficulty 
that is met in nearly every affair of this kind. There 
are few roads on which the master mechanic and 
other supervising officers are so manifestly free from 
prejudice or trickery (or worse) that the employés wil) 


unanimously trust to their honor, and implicitly rely upon | 
always receiving fair and just treatment, and so, inlany con- 


certed action, the employés resort to more or less secrecy. But 


no body of men can act in unison without leaders; and to keep | 


the identity of the leaders secret is practically impossible. A 
company of enginemen could hold private meetings and em- 


ploy a lawyer for their spokesman and ostensible head, who | 


perhaps after a fight might secure the right to be heard by 
the managers of a road ; but the chances would be heavily 
in favor of failure in the attempt to shield active members 


railroad service in the two countries. 
| In the new matter Table 52 compares operations of the 
| London & Northwestern with the Pennsylvania Railroad 
| Division of the Pennsylvania for 1884 and 1885. The aver- 
age cost of transporting one ton or one passenger one mile 
| in 1885 is given as follows, in cents: 
| Maintenance of Sshxctoa a) sekeaannes teaehos 
Repairs and renewals of locomotives ........ . 
| Total cost of motive power 
| Total operating expenses 
| Other data in this table show that the Pennsylvania on 
this division does annually twice the amount of passenger 
}and freight traffic on each mile operated and nearly three 
times the traffic over each mile of single track that the Lon- 
don & Northwestern does, and ata reduction of two-thirds 
in the average operating expenses per ton-mile or per passen- 
ger-mile. Table 53 compares the same English road with the 
Knoxville branch of the Louisville & Nashville, with the con™ 
| clusion that the American road built through a rough 


|country at one-eighth the cost per mile of the London & 
| Northwestern actually transports freight and passengers at 
60 per cent. of the cost to the latter. Table 55 shows that 
on the Pennsylvania each locomotive does more than six 
times the work, runs nearly twice the mileage, and with less 
than one-half the traffic charge earns nearly twice the 
| revenue that 1t does; on the London & Northwestern, while 














































of an organization from publicity. There are few men who | the English locomotive costs in repairs and renewals about 
are so perfect in their deportment that they cannot be/| double what the American costs for the same work done. 
found at fault, if fault is diligently sought after ;/ Other tables illustrate numerically and graphically the pro- 


and so, of course, an officer who is determined to) gressive decline in American traffic rates and their cheapness 
get rid of certain individuals can often accomplish his pur- | a¢ compared with those of England. 


pose without avowing the real motive. and while all the time | _4}) of this new material is, however, but confirmatory of 
stoutly asserting that the ostensible motive is the chief one. | the conclusions reached in the original paper, conclusions, as 
Until the higher railr sad officers become willing to treat with | we have said, with which most of the readers of the Railroad 
third parties readily and without interposing petty obstacles, | Gazette are already familiar. 

enginemen and others who wish to organize for the discussion | 
of wages and cognate questions, must run the risk of sacrific- 
ing one or more of their leaders. 


The value of the book for reference is greatly increased by 
| the addition of a copious index. 











| Report to the Aqueduct Commissioners, by the President, 
James C. Spencer, containing reports of the Secretary, 


The monthly circular of Messrs, John M. Douglas & Co.,| John C. Sheehan, and of the Chief Engineer, Benjamin 8. 


of London, says that British railways have had their traffic) Church. 

affected a little by the Jubilee idleness, but their returns cor.| The report of President Spencer gives a succinct 
tinue wonderfully good, considering what one hears of bad | history of the Commission from its organization in 1883 to 
trade. Thereseems to be no lessening of the quantity of | Dec. 31, 1886. The report of the Secretary gives the 
traffic, but an increase. The Railway Rates bill has been appropriations and expenditures for the same period and the 
crushed out by Irish affairs, but the principles of it are now | names and positioas of the officers and employés of the Com- 
probably fairly settled by so many leading men of both) mission. The mass of the volume is made up of the report o¢ 
parties agreeing on it, so that it will pass when there is more | the Chief Engineer; and this is a document of remarkable 
time. There probably has been no session of Parliament for | interest and value. The text givesa brief history of the 
forty years in which railway companies asked powers for so| preliminary studies and discussion which resulted in the 
few new works or for so little new capital. Some large com-| decision to build the Sodom and Muscoot dams 
panies asked none at all. There is likewise unusually little to| and reservoirs, and of the more difficult and pro- 
complete of works formerly authorized. Most of the com- | tracted study of the Quaker Bridge dam. A brief sketch is 
panies, with only moderate increases of income, have for | given also of the route and design of the acqueduct and of 
these reasons been able moderately to. improve their divi- | the methods of exploration and of field surveys adopted; of 
dends for last half year, and may hope to. do the like this | the organization of the engineering force and of the methed 
half. The dividends thus far declared on 24 important rail-| of contracting and the work done. The Chief Engineer 
ways in the United Kingdom confirm our views ; 18 pay | states that nearly every variety of tunnel experience has been 
more for past haif year, 6 the same as last year, and none| met sofar. The dip and strike of the rock are such that the 
less. headings are driven against the ends of the strata, in- 
creasing the expense and delaying progress. The sinking of 
The block system in Great Britain isnot so strictly main-| the tunnel roof after the benches are blasted out, owing to 
tained as it should be, it would seem. Mr. C. E. Stretton, | the nearly vertical and thin stratification, has rendered 
the Vice President of the Amalgamated Society of Railway | necessary more timbering than was anticipated. In places 
Servants, in a criticism of the semi-annual report of the|the broken and blocky gneiss or the heavy disintegrated 
Board of Trade which gives the statistics of interlocking and |talcose rock have crushed the strongest timbering 
other signals, says : |used on the line, and retunneling has been necessary. 


It will be seen net A — aang 6 rr gee for pas-|'The Chief Engineer feels confident that the masonry 
senger traffic was 1 miles, of whic ,639 miles were) ; ; : “ ’ tear 
working on the absolute block system. There are 382 miles | #™™S '§ 8° far of, ‘a most excellent quality.” The 
of single railway upon which only one engine at one time, or | gteat-st value of the report for record and for stuay is, how- 
two coupled together, are allowed, thus leaving a balance of | ever, in the tables, diagrams and cuts given. Tables are given 
3,317 miles which are still worked upon inefficient principles. | o¢ tne monthly rainfall in Croton Basin, and of the flow of 
Attention should be directed to the fact that many — ; -16 = aici ‘ f th thi 
companies return miles as working upon the absolute block | the river for 16 years, and profiles are given of the monthly 
system, but in practice it is found tbat special rules exist | and average rainfall and flow. There are tables also of the 
which permit trains to enter sections which are “blocked,” thus | 















































completely destroying the very principle of the block system, | 
which is ‘to maintain a certain interval of space between all 
trains.” 











The opening for traffic of the Lachine bridge makes another 
link in the system by which the Canadian Pacitic is connect 
ing the two oceans ; and what is more important it is another 
link in the new route from the wheat fields to the Atlantic. | 
It is now the purpose to complete the “‘ Short Line” through 
the maritime provinces by next spring, giving a line to St. 
John 279 miles shorter than that by the Intercolonial, and 
101 miles shorter to Halifax. This line has an annual sub 
sidy of $186,000 from the Dominion Government. 








bids, quantities, contract prices and of contracts awarded, and 
tables and diagrams of the weekly and total progress in shaft 
and tunnel work, as well as tables of the contractor’s plans. 
Numerous lithographs and photographs show the various 
permanent structures, as gate-houses, weirs, shafts, etc., and 
the working plant. 








Recora of New Railroad Construction. 





Information of the laying of track on new railroad lines 
in 1887, not before reported, is given as follows : 
Boston, Winthrop & Shore, in Wivthrop, Mass., 1 mile. 
Cape Fear & Yadkin Valley, trom Belew’s Creek to Dal- 
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ton, Va., 25 miles ; from Old Millboro to New Millboro, Va., 
8 miles ; total, 28 miles ; hitherto unreported, 13 miles. 

Carthage & Adirondack, from Jaysville to Little River, 
N. Y., 14 miles. 

Charleston, Cincinnati & Chicago, from Black’s, 8. C., to 
Shelby, N. C., 15 miles: from Shelby, N. C., to Rutherford, 
N. C., 80 miles ; total, 45 miles 

Charleston & Savannah, from Ravenel to Young’s Island, 
6 miles. 

Chautauqua Lake, Jamestown to Mayville, N. Y., 22 miles; 
from Mayville to Chautauqua, 3 miles; total, 25 miles. 

Cheyenne & Northern, from Chugwater, Wyo., to the 
Laramie River, 31 miles. 

Colorado Midland, to Leadville, Col., and from Leadville 
to Hagerman Tunnel, 114 miles. 

Denver, Memphis & Atlantic, since Jan. 1, from Iuka 
Junction, Kan., to Iuka, 25 miles; Cedarvale, Kan., to Belle 
Plaine, 55 miles; from Turon to Larned, Kan., 51 miles; 
from McCracken to Colokan, Kan., 139 miles; total, 270 
miles; hitherto unreported, 65 miles. 

Greenwich & Johnsonville, from Easton to Summit and 
from South Cambridge to West Cambridge, N. Y., 1 mile. 

Gulf, Colorado & Santa Fe.—Since Jan. 1.: from Cle- 
burn to Cresson, Tex., 18 miles; from Red River to Purcell, 
100- miles; from Ladonia to Paris, 31 miles; total, 149 miles; 
hitherto unreported, 24 miles. 

Intercolonial.—From Stellarton to Pictou Town, N. S., 
10 miles. 

Kansas City & Omaha.—Since Jan. 1.: from Suttop to 
Stromsbury, Neb., 45 miles; from Powells to Milligan, Neb., 
23 miles; from Fairfield to Pauline, Neb., 12 miles; total, 
80 miles. 

Kansas & Arkansas Valley, from Van Buren, Ark., to 
state line, 5 miles, 

Kansas City, Memphis & Birmingham, during July, 27 
miles. 

Kansas City Belt, from Blue River to Grand Avenue 
Station, 4 miles. 

Kingman, Pratt & Western, from Cullison, Kan., to 
Greensburg, 21 miles. 

Minneapolis Pacific, from Lidgerwood to Nicholson’s, 
Mich., 34 miles. 

New Albany d& Eastern, from Watson, Ind., to New Al- 
bany, 2 miles. 

Norfolk & Western, from Reed Island Junction, Va., to 
Pulaski Iron Co.’s mines, 5 miles ; from Simmons Creek 
Junction to coal mines on Flipping Creek, 8 miles ; total, 13 
miles. 

Ohio Valley. from Sturges to Crayneville, Ky., 25 miles ; 


from Morganfield to Uniontown, Ky., 7 miles ; total, 32 
miles ; hitherto unreported, 22 miles. 

St. Paul, Minneapolis & Manit»ba, since Jan. 1, 530 
miles ; hitherto unreported, 125 miles. 

Taylor. Bastrop & Houston, from Bastrop, Tex., to La 
Grange, 35 miles. 

Toledo Belt, completing belt, 3 miles. 

Wilkesbarre & Western, from Jerseytown to Millville, 
Pa., 6 miles. 

Wi/mington, Chadbourn & Conway, from Loris, 8. C., 
toward C onway, 9 miles, 

This is 4 total of 735 miles for the week, making 3,949 miles 
reported thus far for the current year. The new track re- 
ported to the corresponding date for 16 years has been : 





Miles. iles. iles. Miles. 
1887. ....3.949 | 1883... ..3,337 | 1879...... 749) 1875...... 675 
1886..... 2,827 | 1882......6,544 | 1878 ..... 35393) 1974....... 984 
1S835..... 1,515 | 1881.. ...3,719 | 1877...... 1,108 | 1873...... 2,126 
po 2,243 | 1880.... 2950 | 1876...... 1,388 | 1872.. ...4,264 


This statement covers main track only, second or other 
additional tracks and sidings not being counted. 








SCRAPS, 


The Wheat Crop in India. 


The following statement of the third and final reports on 
the condition and prospects of the wheat harvest of 1886-87, 
which bas now been completed in a)l parts of the country, 
have been received from the provincial governments. The 
normal urea under wheat in India is believed to be about 
26,060,000 acres, of which the average outturn is estimated 
roughly as 7,135,000 tons. The whole area cultivated in the 
year 1886-87 is estimated to have been approximately 26,- 
735,484 acres, with a yield of about 6,390,095 tons. The 
grain harvested is reported to bein xcellent condition. As 
regards other food grains and non-edible crops the following 
information is furnished: In the northwestern provinces aud 
Oudh the crops of food grains have been inferior to those of 
the previous year, hence there exists a greater demand for 
wh at for local consumption. In Bombay the spiked millet 
and great millet crops, which constitute the important food 
staples of the people, have generaliy yielded well. In Berar 
also a very fair crop of great millet, the staple food crop of 
the provivces, was gathered.—Herapath’s Journal. 


China—Trade of Tientsin for 1886. 


British Cousular reports state that the past year 
been one of yp eer .to the, various syndi- 
cates which came to Tientsin so full of hopes. With 
the exception of the French syndicate which tendered suc- 
cessfully for the construction of the docks and workshops at 
Port Arthur, nove have succeeded in doing any business. In 
this matter the French outwitted their competitors, as they 
understood better how to deal with the officials with whom 
the decision lay. The Chinese have shown themselves very 
ready to take advantage of the keen competition existing be- 
tween foreigners, and not always a very fair advantage. 
They will encourage different persons—at considerable ex- 
pense to themselves—to make preliminary surveys, to obtain 
information from Europe by telegraph, to give specifica- 
tions, and to make tenders, and then place all this informa- 
tion in the hands of some rival, and ask kim if he will 
undersell the others. Toward the end of the year a couple 
of miles of the narrow gauge Decauville Railway was laid 
down near the British concession. Since the opening day 
the small railway has been running every afternoon to afford 
the people of Tientsin an opportunity of judging of the ad 
vantages of railway traveling. Some new buildings have 
been erected, among which is an imposing edifice put up by 
the agent of the French syndicate, to serve asa sort of mu- 
seum or show-room for the exhibition of machinery, models 





first railway officially recognized has been under construc- 
tion. It is intended to conne-t the Kdi-ping coal mines with 
the river Peb-fang, at the town of Lu-fai, which vessels 
drawing 14 ft. of water can reach. The railway company 
has taken over from the coal mine company the seven miles 
of line already existing at Kai-ping, and an addition of 
twenty-four miles will bring it down .to the mver bank. 
The capital has been provided by half a dozen local offi- 
cials, and the undertaking appears at present to be in 
the nature of a private company. It is stated that this 














for all, and shall afford the usual and like customary 
facilities for interchange of freights. In an action 
brought under these sections it appeared that a railroad 
company had issued an order to the effect that, after that 
| date, no shipment of salt or other merchandise from Bruns- 
wick, in compe! ition with Savannah, would be received for 
local stations on its line, or for passing over another road 
operated by it under lease, or for points beyond, unless 
charges were prepaid and shipments were delivered at the 
| company’s warehouse by drays as local business, and that 





line is to be extended from Lu-fai, round by Peb-fang | local rates from that poit would be assessed. A firm who 
and Taku to Tientsin, and that its utility for military pur- | shipped salt from Brunswick by a road connecting with the 
poses has influenced the Chinese Government in giving its | first-mentioned road tendered to it one or more car-loads, 
consent. The control of the railways will be in official hands, | and it was refused, and, when 47 cars loaded witb salt ar- 


and the public, who may be invited to subscribe, will have 
no voice in the direction. The result can only too surely be 
forecast, from the fate of the China Merchants Steam Navi- 
gation Company, which, after starting with every advantage, 
after a few years became hopelessly involved through the in- 
competency and venality of the officially appointed directors, 
This is a most unfortunate beginning. The Chinese Govern- 
ment has resolved that railways shall be made with Chinese 
capital. Chinese shareholders, with an official board of direc- 
tors at their head, are helpless; they have to acquiesce in 
whatever the directors choose to do, while the directors have 


make them. 





RAILROAD LAW—NOTES OF DECISIONS. 


Powers, Liabilities and Regulation of Railroads. 


In Virginia. an act of the state provided that the purchas 
ers of the Portsmouth & Roanoke Railroad Co., of which the 





come “ipso facto, by the purchase * * * a body politic 
and corporate by the name and style of the Seaboard & 
Roanoke Railroad Co., and * * * hold, use, enjoy and 
every nature and kind, as aforesaid, of the present company, 


granted to and conferred upon it at any time heretofore by 
this state, * * * 


all things, to all 


now in force respecting the 


resent company.” 
Supreme Court of Appeals of 


the company in lien of said original charter privilege. 


shi 
ad 
alty provided by law for delay in the payment of taxes.? 


commercial 
notice nevertheless takes them subject to all defenses.* 


of satisfaction out of the earnings of the receiversbip.* 


a bridge over such waters for the pu 


of the state.> 


directly to the policeman. The 


by the policeman against the railroad company.* 


roads, 


labor was done in New York.’ 


tion of the contract, and is unconstitutional.® 


Carriage of Goods and Iojuries to Property. 





of ironclads, torpedo boats, etc. During the past year the 








to consult the wishes of the higher officials, who make or un- | 


Seaboard & Roanoke Railroad Co. is the successor, should be- 


employ the road, and all the other property and effects of 
with all the rights, franchises, privileges and immunities 


in as ample a manner as the Legislature 
of this state can confer them, subject, in all respects and in | 
the duties, regulations and penalties 
required, described and enjoined by any law or — 

he 
irginia holds that the 
Seaboard & Roanoke Railroad Co., cannot claim exemption 
from taxation under this act upon the ground that the char- 
ter of the Portsmouth & Roanoke Railroad Co originally | 
provided for such exemption, when it further appears that 
said company had voluntarily waived its right, previous to 
the date of said transfer, to claim such exemption, by per- 
mitting itself to be brought within the provisions of the gen- 
eral railroad law (Acts 1836-37, p. 101), in consideration of 
certain benefits conferred by the legislature and accepted by 


In Iowa the Federal Circuit Court rules that notwithstand- 
ing the law of fowa restricts taxation in aid of railroads to | 
the sum of 5, per cent. upon the taxable property in the town- 

ip, still delinquents can be lawfully compelled to pay, in 
ition to such 5 per cent. tax and interest thereon, the pen- 


In New York the Federal Circuit Court holds that pur- | 
chasers at a judicial sale of the property and franchises of a | 
railruad company, ‘‘ subject to the payment of the undue 
principal and interest” on certain receiver’s certificates of 
indebtedness previously issued by order of the Court, or per- 
sons acquiring title through such purchasers, cannot resist 
the payment of the certificates on the ground that the re- | 
ceiver negotiated them collusively, and with less benefit to 
the trust fund than should have been realized. They have 
no interest in the trust fund represented by the certificates, 
and it is immaterial to them whether they were or were not 
negotiated on fair terms, and for the best interests of the | 
fund. The Court also rules that receivers’ certificates are not | 
r,and a purchaser for value and without | 


In Georgia the Federal Court rules that a creditor having a 
judgment for personal injuries against a railroad, growing 
out of torts committed by it before the receivership, is a | 
general creditor, and his judgment is not entitled to priority | 


The Federal Circuit Court at New York, inthe Arthur | 
Kill Bridge case, holds that Congress can lawfully confer | 
upon a private corporation the capacity to occupy navigable | 
waters within a state, and appropriate the soil under them, 
upon acquiring the rights of the owners, in order to construct 
of inter-state com- 
merce, without the consent and notwithstanding the protest 


In North Carolina, the officers of a railroad company ap- | 
peared before the Board of Aldermen of the city of Char-| 
lotse, and requested that a policeman be appointed and as- 
signed to special duty at its railroad depot, agreeing with the | 
board to pay two-thirds of such policeman’s salary. The 
board made the appointment, and for some time thereafter 
the railroad company paid the agreed portion of bis salary 
upreme Court decides that 
an action to recover arrears of salary was properly brought | 


A Vermont statute makes railroads liable for the wages of 
day laborers employed by contractors in constructing their 
The Supreme Court of Vermont holds that a rail- 
road cannot be sued under this statute in Vermont where the 


In Georgia, the Federal Circuit Court decides that a city | 
ordinance, —— ned coe ae 3 a ets sege te 
containing, with many other mutual stipulations, this clause, a . 
‘* in the event of the caine by the city of the whole or any | car to go inside the car when requested so to do by a person 
portion of the street used by said railway company, the portion | 
of the track between the rails shall be paved and kept in gocd 
order and thorough repair by the company at its own ex- 
pense and cost,” which stipulations are assented to by the | 
railway company, and the railway constructed thereunder, | 
is a contract between the city and the railway company: and 
therefore an act of the legislature of the state made there- 
after, authorizing the mayor and aldermen of the city to 
compel the railway company to pave, not only between its | 
tracks, but 3 ft. on each side of the track, impairs the obliga- 


The Georgia code provides that if any railroad company 
shall fail to deliver to a connecting road goods shipped to any 
point over or beyond such connecting road, that the road 
failing to deliver shall be guilty of a conversion of the goods | 
so shipped, and the owner or consignee may recover the value | 
of the same, with interest, and not less than 10 nor more , 
than 25 per cent. for expenses and damages. Another sec-! a trespasser, for the purpose of riding without paying his 
tion provides that there shall be no discrimination by a rail-| fare, and is commanded by the brakeman to jump off the 
road company in its rates or tariff of freights in favor of any | train while in dangerous motion, in the night time, and in 
line or route connected with it, as against any other line or | obedience to that command, and in fear of being thrown off, 
route; nor upon a part of its own line, sought to be run in 
connection with any other route, shall such company dis- 
criminate against such connecting line, or in favor of the 
balance of its own line, but shall have the same rates 


| rived, the agent of the road bringing them inquired of the 
| agent of the other road whether the order above stated was 
| still of force anc operative, and was informed that it was 
| still of force. The Supreme Court holds that there was nu 
| necessity for further tender of the cars to the refusing road 
| before bringing suit for such refusal], and that the firm is en- 
| titled to damages for the refusal.* 
| A statute of South Carolina requires railroad companies fin 
| that state ‘‘ to deliver with due diligence all cars wholly or 
| partly loaded with freight consigned to points on connecting 
roads.” The Supreme Court rules that it is, therefore, not 
per se negligence for such a company to take such a car not 
provided with ‘‘ suitable appliances” for coupling. Nor is it 
per se negligence when tbe car is constructed on the old plan, 
so that the coupling cannot be done by going between the 
cars, as is customary with its own cars, but must be made 
from above, for the company to put it on its trains without 
| notice of the peculiarity to its brakemen.?° 

In Florida, the Federal Circuit judge instructs a 
receiver that under the Inter-state Commerce act, all charges 
made by a railroad for any service in the transportation of 
passengers and property from one state or territory into 
another, or for receivinz, delivering, storing, or handling 
such property, must be reasonable and just ; and there must 
be no discrimination in rates, charges and facilities in favor 
of one connecting line, or against another, but equal rates 
and facilities for trade and travel, for equal service, and 
from all points, must be given to both.?! A construction of 
the Inter-state Commerce act bas taken place in Oregon. 
| Tho Oregon Railway & Navigation Co. carries certain kinds 
| of goods on its steamers forth and back between Portland 
and San Francisco at special and reduced rates. The Oregon 
& California Railway, under the management of the peti- 
tioner, carries the same kinds of goods forth and back be- 
tween Portland and Ashland, and way-stations in Oregon, at 
special and reduced rates. Tbe Oregon Pacific Railway Co. 
|carries the same kind of goods forth and _back be- 
tween certain points on the line of the Oregon & 
California road and San Francisco via its railway from AlI- 
bany to Yaquina Bay, aud thence by steamer at reduced 
rates, and thereby competes with the Oregon & California 
Railway and the Oregon Railway & Navigation Company’s 
business between said points and San Francisco. The Oregon 
| Railway & Navigation Company and the receiver of the 
| Oregon & California Railway act independently, though 
concurrently, in making these reduced rates, but no through 
| bill of lading or freight receipt is given, nor is either inter- 
| ested in or liable for the carriage of the goods beyond its own 
line of transportation. The United States Cireuit Court 
holds that the Oregon & California road and the steamers of 
| the Oregon Railway & Navigation Company in the carriage 
of the goods in question are not ‘“‘used under any common 
control, management, or arrangement for a continuous car- 
riage or shipment” thereof to and from San Francisco, 
within the intent and meaning of the act, and that the car- 
| riage and handling of said goods. so far as the receiver is con- 
cerned, is performed wholly within the state, and therefore 
specially exempted by the terms of theuct from its operation, 
| provided the same are not directly shipped to or froma 
| foreign country. *? 
| In Colorado, the Supreme Court holds that legal possession 
by a railroad company of a right of way over adjacent land, 
| and authority to construct and operate its railroad thereon, 





| do not justify 1t in committing a trespass upon adjoining land 
| by casting rocks and débris upon it during its Llasting opera- 
| tions, and the company must respond in damages for such a 
| trespass. The adjoining land-owner is entitled to recover, in 
the case of such a trespass, not only damages for the actual 
physical injury to his property, but also to the rents and 
profits which he lost in consequence of the removal of his ten- 
anjs, and his inability to rent the property on account of the 
blasting operations.'* In a similar case the same Court rules 
| that a hotel keeper is entitled to damages for loss of business 
| in an action against a railroad company, who, in blasting 
| rocks for the purpose of building the roadbed, caused guests 
to leave the hotel in fear of flying rocks and other débris. '* 


| Injuries to Passengers, Employes and Strangers. 


| In Kansas three employés of a railroad company, a brake- 
man and two section foremen, in remov — a trunk from 
where it lay, on the company’s station platform, which was 
covered with ice, toa baggage car, slid it on the ice and 
| against the plaintiff, who was standing in plain view of them, 
injuring her. The Supreme Courts hold that this was cul- 
pable neglegence on the part of the company’s servants and 
affirms a verdict of $4,000.15 
The Federal Court in Tennessee rules that if a conductor 
| refuse to pass a child traveling on half-fare because he be- 
| lieves it to be over the limited age, and the mother also leaves 
| the train, she may recover damages, if the refusal be wrung- 
ful, although the conductor offer to pass her upon her own 
| ticket without the child. It is unreasonable in such a case to 
ask a mother to leave her child.** 
In New York the Court of Appeals rules that it is the duty 
|of a passenger standing on the platform of a steam railway 





having charge of the train; and this is so, although there may 
be no unoccupied seats in the car at the time.*7 
In New York a woman in alightiug from a railroad car at 
a station, in the night time, fell and was injured, and sued 
the railroad company for negligence in that the station plat- 
form was too far from the car. Tke evidence was that the 
plaintiff passed from the car to the second step of the car- 
platform, which was two feet and two inches from the side 
of the station platform and about four inches lower than the 
top thereof, and without having hold of the iron railing, and 
| without looking to see the station platform, she stepped out, 
| and failing to reach it, fell. The car had a third step which 
was eight inches below the top of the station platform, and 
|one foot and seven inches from the side thereof. The sta- 
tion platform, as then constructed, had been in use for 
several years, and no one had ever before been injured or in- 
convenienced on account of its distance from the cars. The 
Court of Appeals rules that the railroad is not responsible. '* 
The Supreme Court of Kansas holds that where a boy of 
| fifteen years old gets upon a freight train wrongfully, and as 





jumps off the train, and is run over and injured, the com- 
pany is Jiable.*® ; 

In North Carolina, the Supreme Court rules that a car 
coupler and a yard master are ‘fellow servants,” even 
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though the latter has power to discharge the former—a rather 
singular conclusion. ?° 

Iu Virginia a brakeman brought an action to recover for 
an injury to his hand received while trying to couple two 
freight cars, one of which was stationary, and behind which | 
plaintiff stood, while the other was moving towards plaintiff, | 
who had ample opportunity to observe the fact that the coup- | 
ling on the latter car was the ‘“‘ three-link coupling.” There | 
was evidence tending t>» show that plaintiff was warned of 
this, and to be particular, and not to go between the cars. | 
Plaintiff, however, denied having received these warnings. | 
A rule of the company, of which plaintiff had knowledge, | 
forbade employés entering between cars when in motion to| 
uncouple them, ‘‘and all such imprudences ” while another | 
rule, designed to lessen the dauger of coupling, required that | 
when possible a stick should be used. ese rules | 
plaintiff disregarded. The Supreme Court decides that his | 
contributory negligence precluded his recovery. ?* 

In Kansas, an ignorant boy, 17 years old, an apprentice in | 
a machine-shop, was directed by the foreman in charge to | 
obey the call and direction of W., another employé, engaged | 
in drilling an engine frame, which work required a skilled | 
mechanic to safely handle. W., being also an unskilled ap- | 
prentice, negligently removed the clamp that was provided | 
to hold the frame from falling, and in that position attempt- | 
ed to move the engine frame, directed the boy to move the | 
trestle further under the frame, when it fell and killed the 
boy. The Supreme Court decides that W. and the boy were | 
not fellow-servants, and that the negligence of W. was the | 
negligence of the employer.?? | 

In California a mixed train of 20 cars, run by a crew con- 
sisting of the conductor, head, middle, and rear brakemen, | 
and engineer and fireman, ,on a clear night, while | 
runving down a slight grade. The forward part, on which 
were the engineer, fireman, and head brakeman, went on | 
some distance before the a was discovered. The | 
brakeman, who, under the rules, had control of the detached | 
part of the train ordered it backed, to couple with the part | 
left. That part had continued down grade of its own mo- | 
mentum. There was a collision, and the conductor was 
killed. At the time of the accident the rear and middle 
brakemen—the latter by the conductor’s express orders—were 
in the baggage car with the c-nductor. The engine gave no | 
signals as it came back. The Supreme Court holds in an | 
action by the heirs of the conductor, that he was guilty of 
negligence iu not having the two brakemen at their stations, | 
and that the head brakeman was also guilty of negligence in | 
backing up, and that there could be no recovery, as the con- 
ductor’s death had been caused by his own negligence as well 
as by that of his fellow servants. ?* 

In Kansas, a buss driver went to the depot at Clay Centre | 
to meet an evening train. After the train arrived, and the | 
passengers were received, the driver started to drive to the | 
hotel, and to do so he had to drive about one block parallel | 
with the railroad track, and then cross the track. About the | 
time he started from the depot the defendant’s train com- 
menced to back up toward the crossing, and stopped with the 

assenger coach standing about one-third in the street. | 

be driver waited until the train stopped, when| 
he started across the track. At this point there is also a side | 
track, and, when between the two tracks, a loose car came 
down on the side track in the rear of the team, which fright- 
ened the borses, and before the driver could control them, | 
they backed the omnibus against the rear end of the passen- | 
ger coach, and before he could get disengaged from the coach 
the train again began backing up, pushing the omnibus and 
team before it for about 50 feet, and finally ran the omnibus 
and team down, damaging the omnibus and killing one of the | 
horses. The Supreme Court holds the railroad tiable for the | 
damage.** The Supreme Court of Appeals of Virginia rules 
that it is negligence on the part of a railroad company to run 
an irregular train at an unusual and unexpected time, and at | 
an extraordinary rate of speed, across a public highway, | 
without signaling its approach by bell or whistle.?° 
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_ General Mailroad Blews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows: 
- Adirondack, annual meeting, at the office, New York, 
ept. 14. ; 
Atchison, Topeka & Santa Fe, special meeting, at the 
office, Topeka, Kan., Sept. 5. 
Chicago & Atlantic, annual meeting, at the office, Hunt- 
ington, Ind., Sept. 1. 
Cincinnati, Hamilton & Dayto., special meeting, at Cin- 
cinnati, O., Aug. 30. ‘ 
Cleveland & Wheeling, special meeting, at the office, Can 
ton, O., Sept. 16. 
l1oledo Ohio, annual meeting, at @he office, Toledo, O., 
Sept. 5. 
The New England Railway Club resumes its meetings at 
a rooms in Boston & Albany passenger station, Boston, 
t. 14. 
Yorth American Railroad Superintendents, at the Hotel 
Brunswick, New York, beginning Oct. 10. 


Dividends. 
Dividends on the capital stocks of railroad. companies have 
been declared as follows: 
a,cntoaoe @ Alton., quarterly, $2 per share, payable | 
t. 1. 
incinnati, Indianapolis, St. Louis & Chicago, quar- | 
terlly, 144 per cent. } 
Cincinnati, Indianapolis, St. Louis &@ Chicago, quar-' 
terly, 144 per cent., payable Sept. 15. 
Cleveland & Pittsburgh, quarterly, 134 per cent., payable 


Sept. 1, 
Pacific Mail, quarterly, 1 per cent., payable Sept. 15. 





! 














| 


| p. m., on the first Tuesday of each month. 


| Paris & 


| for distinguished services reodere 


|C. Gibbs, James 8. Prentiss, Alonzo Stephens, William “a 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : 

_ The Western Society of Engineers holds its regular meet- 
ings at its hall, No. 15 Washington street, Chicago, at 7:30 


The National Association of General Passenger Agents, 
at St. Paul, Minn., Sept. 20. 

The Master Car and Locomotive Painters’ Association 
New York, Sept. 14. 

General Time -Convention, Hotel Brunswick, New York 
City, Oct. 12. 








PERSONAL. 


—H.8. Rowe has resigned the Superintendency of the 
Oregon Railway & Navigation Co. 


—J. B. Clough, Assistant Chief Engineer of the Northern | 
Pacific, died at Helena, Mont., on Aug. 22. 


—W. H. Holcomb has resigned as General Superintendent 
of the Chicago, Burlington & Northern. 


—Some of the Louisville & Nashville officers are taking a | 
trip of inspection over northern roads, and passed over the | 
Boston & Albany last week. 


—H. 8. Rowe, Superintendent of the Oregon Railway & | 
Navigation Co., and acting manager since the resignation of | 
C. H. Prescott, has resigned. | 


— Jeremiah C. Sweeny, aged 57, died in Jersey City, N. 
J.,.on Aug. 25. Until a few pe ago, Mr. Sweeny had | 
charge of the west-bound freight department of the New 

York, Lake Erie & Western. 


—William C Morrill, Vice-President of the Western & At- | 
lantic, and actively engaged in the development of coal and | 
iron mines in North Georgia, died in Boston this week. He 
had been a resident of Atlanta, Ga., for the past 16 years. | 


—Samuel Beverly, the oldest locomotive engineer on the | 
Worcester, Nashua & Rochester division of the Boston & | 
Maine, died very suddenly at his home in Nashua, N. H., on} 





Aug. 20, aged 53. He had worked for the road since it | ey 


first opened. 


—Wnm. J. Murphy, who has been appointed to the General | 
Superintendency of the New York, e Erie & Western, is 
not yet 40 years old, but he has been in the service of the 
company since 1862, when be was a messenger boy at Sus- | 
quehanna. He soon became a telegraph operator, and from 
that time his advance has been steady. 


—Benjamin Thomas, General Superintendent of the New | 
York, Lake Erie & Western, has resigned. He began his | 
connection with the railroad as telegraph operator at av 
obscure station. He afterwards eoierel the: Dispatcher’s 
office at Port Jervis, N. Y., and worked up to the positions of 
Chief Train Dispatcher, Superintendent of the Delaware 
Division, Assistant-General Superintendent, and finally | 
General Superintendent of the entire road and its branches. 


— The London Times announces the death of William Bar- 
ber Buddicom, of Penbedw Hall, Mold, Flintshire, one of the 
few survivors of the gieat railroad and mechanical pioneers | 
of 50 years ago. Mr. Buddicom was born at Liverpool in 
1816. He was apprenticed at an early age to the engineer- 
ing firm of Mather, Dixon & Cc., of Liverpool. In 1836, at 
the age of twenty, he was appointed resideut engineer on the 
Manchester & Liverpool Railway, and during the time he) 
was so employed carried out many important works. In| 
1838 he was appointed engineer on the joint Glasgow, Green- | 
ock & Paisley Railway, where he remained till 1840, when 
he was appointed Locomotive Superintendent of the 
Grand Junction Railway. In 1841 he was calied to France 
by Mr. Joseph Locke tw erect works near Rouen) 
for the purpose of constructing the rolling-stock for the | 
uen Railway, and he held the contract for work- | 
ing that road till 1860. He was connected with Messrs. | 
Brassey and others in making the celebrated Bellegarde tun- 
nel on the Lyons & Geneva Line, and also in constructing 
and working the temporary Mont Cenis Mountain Railway 
on Fell’s system, the Southern Railways and Maremma Rail- | 
ways of Italy. In 1847 the dignity of Chevalier of the) 
Legion of Honor was conferred mE bim by Louis Philippe 

by bim to mechanica! in- 
dustry in France. In 1864 he retired from the business of | 


| 


| his profession. He was a magistrate for the County of | 


Flint, and filled the office of bigh sheriff for that county in | 
1864. He was a member of the Institution of Mechanical | 
Engineers, of the Institution of Civil Engineers, and also of | 
the Société des Ingénieurs Civils of France.” } 








ELECTIONS AND APPOINTMENTS. 


Atlantic & Dansville—A. E. Bateman has been elected | 
Secretary and Treasurer. | 
Boston, Hoosac Tunnel & Western.—The following direc- | 
tors have been elected: Augustus Kountze, Cyrus J. | 
Lawrence, Robert Minturn, Rudolph Keppler and Francis | 
Smith, of New York City; Hon. George H. Torrey, General | 
Counsel of the Fitchburg Railroad; E B. Phillips, David P. | 
Kimball and Robert Codman, of Boston; Rodney Wallace | 
and Charles T. Crocker of Fitchburg, Mass.: John Quincy | 
mg of Quincy, Mass.; James Renfrew, Jr., of Adams, | 
ass, | 
Burlington, Cedar Rapids & Northern.—T. H. Simmons | 
has been appointed Assistant General Freight Agent, head- | 
quarters at Cedar Rapids, Mich. 
Central Iowa.—A. B. Plough has been appointed General 
Freight Agent, vice T. M. Simmons, resigned. ; 


Chicago, Burlington & Northern.—J. H. Bart bas been 
appointed General Superintendent, vice W. H Holcomb, re- 
signed, with keadquarters at La Crosse, Wis. 


Chicago & Calumet Terminal.—The officers are: Alonzo 
Stephens, President; Jumes S, Prentiss, Secretary: Sereno | 





Wilson and E, T. Mason, directors. 


Eastern Itlinois & Indiana Line.—The incorporators of 
this Illinois company are: ey A. Rubidge, Henry W. 
a Frank V. Davis, Frank B. Dyche and Will H. Sy- 
ord. 


Eldorado & Southern .—The directors of this new Arkan- 
sas company are J. G. Smith, Jesse B. Moore, W. H. Good- 
win. Y. F. Goodwin, John C. Wright, Samuel Q. Sevier, 
B. W. Reeves, J. D. Milner, S. R. Chew and D. L urland. 

Elk & Tennessee Rivers.—The incorporators ot this 
Alabama 4 are Cutter Smith, J. W. Bedingfield, W. 
E. Haraway, J. B. Pounsey,S. P. Johnson, W. B. ale, 
George E. Noyes and T. A. De Lands. 


Grenola, Sedan & Elgin.—The directors of this new Kan- 
sas company are Thomas Hawkins, of Grenola; Jas. Sharar, 
of Cloverdale; George Hurst, of Spring Creek; T. N. King, 
2. D. Dunn and A. Kilmer, of Sedan; 8. Call, of Elgin, 

an, 





Indianapolis, Quincy @ Missouri River.—R. B. F. Pierce, 
of Indiavapulis, Ind., has been elected President; Jobn 8S. 
Lazarus, of Indianapolis, Treasurer, and George M. Abbott, 
of Decatur, Ill., Secretary. ° 


Jackson Mound.—The incorporators of this Tennessee 
company are: A. Vaccaro, E. L. Golbaum, Joe Mancinx, 
Sol Coleman, John W. Cochran, D. Zeliner, B. M. Stratton, 
C. W. Schulte, Holmes Cummings and Theodore Krekel. 


Kanawha & Ohio.—A. C. Tumy has been appointed East- 
ern Freight and Passenger Ageut of this road, office at 
Charleston, W. Ve. 

Kansas City, Fort Scott d Gulf.—S. L. Rainey has been 
appointed Trainmaster of this and the Kansas City, Clinton 
& Springfield road; headquarters at Fort Scott. 


Los Angeles, San Fernando & Hueneme.—The directors 
of this California company are: Major George H. Bone- 
brake, F. C. Howes, Daniel McFarland, L. T. Garnsey, Joho 
C. Byram, J. B. Lankershim, T. W. T. Richards, of Los An- 
geles; and Thomas R. Bard, of Hueneme; David T. Perkins, 
of Las Posas; John R. Erringer, of Philadelphia; James P. 
Scott, of the Pennsylvania Cevtral Railroad; Thomas A. 
Scott. The President of the company is Tuomas R. Bard; 
Vice-President, Dan McFarland; Treasurer, F. C. Howes, 
and Secretary, T. W. T. Richards. ; 


Marion & Indianapolis.—The stockholders of this com- 
any met Jast week and elected the following directors : 
Wi ae Gower, of “oblesville; Eli Goodman, of Hackleman; 
J W. Parsons, of Independence, and Cyrus W..Gobson, 
Moses Bradford, Mar-hal F. Fingley, James Brownlee, D. 
W. McKinney, avd David Overman, of Marion, Ind. 


Mead Centre, Cimarron Valley & Trinidad.—The di- 
rectors of this new Kansas company are: A. J. Crothers, L. 
E. Kiefer, W. H. Grun, G. 8S. Stien, Theodore Balkins, A. 
G. Roland, T. A. Skates, of Fargo, Seward County; C. E. 
Coke, J. Ww. Calvert, A. M. Donald, R. O. James, Treasurer, 
of Hugaton, Stevens County; C. Shockley, M. Wightman 
and Frank Fuller, of Mead Centre, Kan. 


Mineral Range.—It is stated that W.N. Cromwell has 
n elected President, in place of Mr. Staynor, and George 
. Cross, Vice-President, Secretary and Treasurer, in place 
of H. 8. Ives. 


Missouri Pacific.—Peter Rockwell bas been made General 
Roadmaster of various divisions in Missouri: and Kansas, 
succeeding W.-McLeod. 


New York, Lake Erie d& Western.—William J. Murphy, 
Superintendent of the Buffalo and Rochester Divisions of this 
road, has been appointed General Superintendent, in place of 
B. Thomas, resigned. 

E. Van Etten bas been transferred from the superintend- 
ency of the Delaware Division to that of the Buffalo Divisir n, 
and W. H. Starr has been transferred from the Rochester to 
the Delaware Division. G. A. Thompson, Roadmaster of the 
Western Division, bas been made superintendent of the 


| Rochester Division. 


Northern Dakota & Pacific.—The incorporators of this 
Minnesota company are: Ch: rles G. Lawrence, Harris Rich- 
ardson, Louis LE. White, Joseph T, Avery and Walter J. 
Trask, all of St. Paul. 


Oregon Railway d& Navigation Co.—W. H. Holcomb has 
been appointed General Manager, with headquarters at Port- 
land. 


Pittsburgh, Youngstown & Ashtabula,—The directors of 
this compary are: Caleb B. Wick, W. Scott Bonnell, J. G. 
Butler, Youngstown ; H. L. Morrisson, Amos C, Fish, Ash- 
tabula; J. N. McCullough, Wm. Shaw, Thomas D. Messler, 


| Wm. Mullins, Pittsburgh; John N. Hutchinson. George B. 


Roberts, Philadelphia. The directors have elected John N. 
Hutchiuson President; J. F. Davidson, Treasurer; Frank 
Semple, of Pittsburgh, Secretary. 


Rich Hill Dummy Line.—The directors are: P. E. Emery, 
Topeka, Kan ; T. B. Bullene, Thecdore 8. Case and Milton 
Moore, Kansas City; John Payne, R..C. Massie and W. K. 
Royce, Rich Hill, Mo. 


Rocky Fork & Cook City —H. 8. Davis bas been elected 


President; Hamilton Brown, Vice-President; Walter Cooper, 


Treasurer; Samuel Ward, Solicitor, and J. R. Hubbell, Sec- 
retary. The directors are: James L. Platt, Hamiltcn Brown, 
Walter Cooper, R. B. Galusha, Samuel Ward, H.C. Davis 
and James B. Hubbell. 


Southern Kansas.—Superintendent Barnes bas been pro- 
moted to the newly-made office of General Superintendent 
and Trainmaster. W. Lisenaud has succeeded Mr. Barnes as 
Superintendent. 


Union Pacific.—E. L. Lomax, Assistant General Passen- 
ger Agent of the Chicago, Surlington & Quincy, has been 
appointed to a similar position on the Union Pacific, succt ed- 
ing S. B. Jones. 








OLD AND NEW ROADS 





Americus, Preston & Lumpkin.—The road is in op- 
eration as far as Coney, Ga., 26 miles from Americus. The 
operation has been suspended temporarily by the loss of the 
false work over the Flint River, where an iron drawbridge is 
in process of erection. The trains will probably be running 
through to Abbeville by Sept. 10. The bridge at Abbeville 
is to be commenced in about 20 days. 


Antwerp & Paulding.—This road, which extended 
from Antwerp to Paulding, O., 6 miles, is no longer in exist- 
ence, the track baving been torn up. The company was 
chartered in 1873. The road was a private evterprise. 


Arkansas Midland.—This road, extending from 
Helena to Clarendon, Ark., 48 miles, has just been changed 
to standaf'd gauge. P 


Atchison, Topeka & Santa Fe.—The company has 
begun to demolish the condemned property in Chicago, on 
the site of which will be erected the new freight houses. One 
will be 900 and the other 1,000 ft. long. 

This company’s mortgage securing the issue of $10,000,000 
in bonds for the Atchison company was filed for record in 
Chi-ago this week. 

Thestransfer of the St. Louis, Kansas City & Colorado to 
this company will soon be completed. The road now runs 
out about 60 miles from St. Louis, Tbe Atchison’s plan is to 
complete and extend it to Kansas City and Fort Scott. 


Atlantic & Dansville.—The completed portion of this 
line runs from Claremont, Va., to Hicksford, Va. That 
part now under construction is from Portsmouth, Va., west 
toward Dansville, and will be in operation early this fall. 


Augusta Construction Co.—Organized in Georgia to 
build the Augusta & Chattanooga Railroad. J. P. Verdery, 
W. B. Lowe, W. M. Bird, J. P. Bondurant and others, of 
Augusta, belong to the company. 
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Baltimore & Ohio.—A branch is to be built from the | Eldorado & Southern.—Articles of incorporation filed | Houston road, Bastrop. to Houston, Tex., and_the Nebraska 
east end of the tunnel at East Wheeling, W. Va., to Fulton. | in Arkansas. The road will ran from Camden through | City branch, Weeping Water to Auburn, via Nebraska City, 
It is intended as a connection for the butchers and kers at | Ouachita and Unicn counties to Eldoredo, 25 miles. Capital | 43 miles, making the total mileage of the system 6,618 miles. 
Fulton. The branch is to be completed witbin 30 days. stock, $300,000. | ae area mo over a — amped Mey 
The sale of thousand-mile tickets, good for one year, on all 4 F r can wy, | if Missouri. Arkansas, Texas, Kansas and Colorado, and no 
lines east of the Ohio River, at $20 po which = been sus-| Elk & Tennessee Rivers.—This company has been in- | jecs than 600 miles will be completed and opened for traffic 
pended since April 1, has been resumed. | corporated in Alabama. Capital stock, $50,000. by the last of the year. This will give the system on the first 


th ta »; 7 > ; 
Birmingham & Sheffield.—It is reported that the |, Fitehburg.—The company is having surveys made for a “Ginssteunee sort cn Wie Bald May cakamaas,’ tome 
Corona, Coal Co., of SheMfield, Als., has bought end will | ae ee ee eee Sere coe Sere Troy ‘© Bald Knob, Mo., to Memphis, 83 miles, is being rapidly 
complete the above railroad. | fie toe the Adirondack Railroad Pe ee — and trains are expected to be running by Nov. 1. 
Boston & Maine.—The company will build a new 


rack is now laid to the St. Frances River, in Arkansas, 
$165,000 double track iron bridge across the Merrimac at | Flint & Pere Marquette.—It is reported that the com- | and the road is graded the entire distance. 
Newburyport. | 


pany comtemplates building a line from Grand Rapids, la ee eet. — thirt = on < — = bom sean 

: : « Mich., to Manistee Junction, 66 miles, with the intention of | finish before reaching Pueblo, Col. allory & Fitzgerald, 

oan Bite ome plea rdige of ee ae ultimately extending the road to Petoskey. The proposition | the contractors, say that this will be completed by Dec, 1. 
draft, indefinitely postponing the Atherton or Concord bill. 


| is to run a line through Kent, Ottawa, Muskegon, Newaygo, | The contracts for three bridges, two across the Arkansas and 
| Oceana and Mason counties, as nearly direct as possible, the | one across the Fountain, have been let and werk is in progress 
Brooklyn, Flatbush & Coney Island.—This road | object being to secure a sbort route from Grand Rapids to | on them. ‘ ‘ . : 
— = — Sg ane on Aug. 25. The property in-| Ludington, where connection is made with boats for Milwau- | Pe preys J will ac = its a pocag soo arene from 
cludes the railroad from Brooklyn to Coney Island and the | kee and Chicago. ; Auburn eeping Water, Mo., on Aug. 28. 
Brighto h Hotel. It b i i . : — 
for two ies mate The stock sua ene ot = vane |_ Georgia, Carolina & Northern.—A large force is * | Mobile & Dauphin Island.—W. W. Ansley & Co., of 
ivi ita] | Work on this road grading from Monroe, N. ©., southward. | Birmingham, Ala., have the contract for laying the track on 
represent $1,500,000, divided equally between the capital | The fi iis will tee laid tus Ochobe Tpereay : . : - 
stock, the first and the second mortgage bonds. | he first rails wi aid in Oc r. | = on ean a to C — Point. The road will be open 
: : rs edar Point by December. 
Buffalo, Rochester & Pittsburgh.—The workof lay-| Georgia Southern & Florida—W. J. Winnet, of 
ing te } foundation of the iron bridges near Bliss, N. Y., Val rm &., NES tne Contract ZOr grading Se Mobile & Spring ew comgnen of Mobis, Ale. 
i gun at once. ° will, it is saic , spend from $75, to sf in laying from 
eas P ‘ | Grenola, Sedan & Elgin.—A charter has been ob~|5 to 7 miles of track, purchasing new rolling stock, ete. 
Cairo Short Line,—The basing of the extension from 


; : Pr | 7 this c i sas. posed road _ will | 
Marion to New Burnside, Ill., 30 miles, progresses rapidly. | hese — iy some Semen 7 or a be pro pre, Teese | Nantasket Beach.—The Massachusetts Board of Rail- 


There is 10 miles now ready for tracklaying. Keene Bros., | S eae : ; ti ts | road Commissioners have decided that the ownersof this road 
of St. Louis, have taken the contract for the rock excavation | Tne 40 miles. Capital stock, €100,000. 2 length g | must operate the road, a duty they have failed to perform 
work, . z ’ * | since last fall. The various difficulties. presented by the 

California Central.—This company finished its branch| Gulf, Colorado & Santa Fe.—Since January 1 this | management as reasons why they should be relieved from so 
road from Los Angeles to Port Ballona, Cal., last week, and | company has laid 150 miles of new main track. doing are deemed insufficient. 


is laying track on the Riverside & Los Angeles line, which Ae - = — Ww : 

1] re Houston & Texas Central.—The original plan of the|_ Nashville & Knoxville,—Work on this road between 
SR Ree soe wee teats Ane, i _ | readjustment of the debt of this company having failed in | Lebanon and Carthage,\Tenn., is making good progress. It 
Cape Breton.—James Isbester, of Ottawa, is to begin | consequence of Mrs. Green’s opposition, it is now proposed to | is intended to have trains running between these two points 
operations at once with his contract on this proposed road | foreclose all the mortgages on the company’s property and | and to Caney Fork in the direction of Cookeville by next 
across Cape Breton. | sell it to a new company to be organized by the old stock- | opeing, The —— is all peel omen to onaen ERs 20 
_m .. | holders and the unsecured creditors, who will offer to the old | Wi put under contract east of that point in September. 

2 pe ye pear me ao | bondholders new bonds of the same description as contem- | The contract for the rails will be closed in a few days. 


directly through Cross Plains, Ala., and thence due west to | Plated by the former scheme. Newport & Dexter.—The inhabitants of Dexter, Me., 





Gadsden. | Iberville, Dun rage Pag reg a a 8 | have resolved to aid the road to build an extensien to the 
Central Massachusetts.—Grading between Ware and of this Canadian line, 5 miles ong, wi gin pt. 5. | Bangor & Piscataquis. 

Northampton is pacaceoving favorably. Some delay has | a ceases ee a = ee Newport News & Mississippi Valley.—The company 

been occasioned at Amherst by an imsecure foundation for a | ; : will build a depot to cost about $600,000, at Memphis, Tenn. 


bridge abutment which had to be relaid. The bridge at} Illinois Central.—The route now being surveyed from | The contract has been let. 

Bondville is the highest in that region, and spans a highway, | Jackson, Tenn., to Memphis, will be finished this week. The ‘ ‘ —_ 

a canal, the Swift River and the Boston & Albany Railroad | engineers will then survey a line from Memphis to Cairo,and| , New Roads.—Lake County, Cal., has subscribed $75,000 

(Athol branch). | the company will select the oneof the two lines that may igh — to build a road in Lake County. 
Central of New Jersey.—Circulars bave been sent suit its purpose best. The object of the company is to secure : 


: : ; | a direct line northward from Memphis, either to Cairo, 170 + Bu » 
ent the ochokar of thi company aking thi formal © Fron i pont oo Tacki 90 ines to She nor | New Fork, Contral,&, Hudson, River The com. 
plan of reorganization. The followin are the names of the | £28t. Where connection can be made with the main line of the vill have a floor capacity of 40,000 sq. ft sacs 
roads: The Constable’s Hook Railroad. South Branch, High | Illinois Central system. The Illinois Central controls the | P ‘ oo 
Bridge, Toms River, Lake Hopatcong. Vineland, Longwood | Mississippi & Tennessee, which extends from Memphis south-| New York City & Northern.—The company bas is- 
Valley, West End, Manufacturers’, Cumberland & Maurice | °#twardly toits main line at Grenada, but this is too cir-| cued an order to proceed with the work of double-tracking 
Line Extension, Long Branch & Sea Shore, Dover & Rocka- | ‘Uitous for northern and eastern business. The proposed | the road from 155th street, New York, to Van Cortlandt 
way, New Jersey Southern, Ogden Mine and New York & | 2eW line would parallel the Louisville & Nashville and the | gtation. ° ? 

Long Branch , . “ | Chesapeake, Ohio & Southwestern, | 
j The Havana, Rantoul & Enxstern, the narrow gauge line | New York Underground.—The owners of the old New 

Chester Valley.—After the reorganization of this com-| from Leroy, II]., to West Lebanon, Ind., 76 miles, which | York Underground or Vandenburgh Charter, asked the 
pany, the road will be extended to West Chester, Pa. | was purchased by this company last year, was changed to| Rapid Transit Commission this week to lay out a route and 
(eal te tii ie eit ntti wand Yan bene standard gauge Aug. 14. incorporate a company to build a road under Lafayette 


completed from Chugwater, Wyo., to the Laramie River at Jackson Mound.—This company has filed its charter at Place and other streets, under the Rapid Transit act of 1875. 


Uva Post-office, a distance of 31 miles. Memphis, Tenn. | Norfolk & Western.—The company expects to carry 

Jal — . ret icles nat: Kansas City, Memphis & Birmingham.—During 400,000 bales of cotton ( this season, which will be 50,000 

ssntten Cite Goan tek Illinois, by the or hcancegs emer the month of July 27 miles of track were laid on this road, | baies in excess of what it carried last year. The terminal 
Terminal, the Calumet River Railway and the Hammond & ™aking a total of 79 miles laid between Tupelo, Miss. , and | facilities at Norfolk, Va., will be increased. 

‘chi : ‘anita) | Birmingham, Ala. The company are making preparations a ‘ . ‘ 

oe "o oon000 nT en gen for shop, roundhouse, etc., at Amory, a new town now being North Dakota & Pacific.—Articles of incorporation 

ae ee built by the railroad company 23 miles east of Tupelo. Work | have been filed in Minnesota. The proposed road is to run 

Chicago & Eastern Ilinois.—The St. Louis branch | is progressing favorably on the Aberdeen branch of the road. | from some point in Norman County, Minn., westward toa 

of this road was opened for traffic last week from Danville! Tne foundations for the piers of the drawbridge at Aberdeen | point in Dakowa. Capital stock, $200,000. Office at St. 

to Tuscola, Il. | are nearly ready for the masonry. | Paul, Minn. 


Chicago, Milwaukee & St. Paul.—The track iscom-| p,epj a : | Northern Pacific.-—A survey is completed between 
ay, gh & Lackawanna.—The road is to be extended : rm A 
pleted between Lawson and Chillicothe, Mo. |from Windgap, in the northern part of Northampton Bozeman and Butte, M. T., and the road is to be built at 


Chicago & Northwestern.—The company contem-| County, Pa., to Stroudsburg, in Monroe County, connecting ase 
plates locating extensive stockyards in Milwaukee, Wis., in| With the Delaware, Lackawanna estern. ork has; Ohio & Nortbwestern.—The company is preparing to 
what is known as the Chase Valley, on the south side. The | begun. | change its road to standard gauge between Cincinnati and 
company owns 80_ acres of land there, and is at work now Los Angeles, San Fernando & Hueneme.—Organ- | Portsmouth, O., and expects to have it done before winter. 
grading and preparing the grounds tor the pens. .., | ized in California for the purpose of building a standard | There are 5 miles of new road under construction between 

The graders are now at work inside of the corporate limits gauge road through San Fernando and Simi valleys and the | Portsmouth and Sciotoville. About one-half of the line be- 
of the city of Hastings, Neb. The tracklayers will arrive in | fa; Posas rauch to Hueneme, on the sea-coast in Ventura tween Sciotoville and Gallipolis has been located, and the 
about 30 days. County. Office at Los Angeles, Length of road, 68 miles. | engineers are at work on the other balf. From Cincinnati 

Chicago, Rock Island & Pacific.—It is reported | | to Portsmouth is 110 miles; from Portsmouth to Gallipolis 


- 2 - - Louisville, Cincinnati & Virginia.—The company | 56 mile 
that this company has a corps of engineers in the Indian Ter- | jj) build from Winchester, Ky., va Irvine, to Beatt 4 es 





ritory running a line to Fort Reno. | ville at once, a distance of 55'miles.’ General offices at Win-| Oregon Railway & Navigation Co.—The com- 
Chippewa Falls & Ashland.—This road, which is in- | Chester and 10 Wall street, New York. J.C. Turner, Win-| pany is pea e all re = —- _ will build a new 
tended to be an air line, from Chippewa Falls to Ashland, | chester is chief engineer. | Steamer to run between Fortland and Astoria. 
Wis., will be 116 miles long, and it is said tobe an indepen-| y,onisville & Nashville.—The company wi i i 
: . ’ ‘ “ie ‘ .— pany will builda| Oregon & Transcontinental.—Judge Lacombe, of 
dent enterprise. It will run up the east bank of the Chip- new iron bridge, 4 miles from Montgomery, Ala. | New York, has granted the motion of this company in its 


wa, crossing Fisher River, Jump Creek, Deer Tail Creek, | sui inst the Northern Pacific, to file a bill of supplement- 

lambeau River, Thornapple River, Little Thornapple| Marion & Indianapolis.—The project to build a road eee ro co tg : F ” 
River, Nail Creek and Burnett River before arriving at the | from Marion to Indianupolis, Ind,, has been revived. Offi- 
Indian reservation in Sawyer County, where it crosses the | cjals of the Toledo, St. Louis & Kansas City road are chief Oxford & Clarksville.—The contract to build this 
Chippewa River. _ Runuing due north. it crosses the west | movers in the enterprise. The line is intended to run| North Carolina road bas been let to the New York & South- 
branch of the Chippewa twice, passes Namakagon Lake, and | through Hackleman, Independence, Ellwood, Noblesville, | ern Construction Co. Work has begun. 
crosses Silver Creek and White River. The point of junction) Broad Ripple, and thence to Indianapolis, 62 miles. 

Pacific.—The Pacific Railroad Commission went into ses- 


with the Minneapolis, Sault Ste. Marie & Atlantic road is to | 
be Flambeau. Mead Centre, Gmawren rare. age | sion at Portland, Oregon, on Aug. 22. B, Campbell, General 
= ition si i i | Charter obtained in Kansas. Capital stock, 000. ce | Freight Agent of the Oregon Railway & Navigation Co. was 
L rrcoll wad Robe Dow” has | paaamee te on at Hugaton;, Stevens County. |examined. The Commission goes from panes to Hunting- 
é i islat eri . . ‘ don, thence to Yellowstone Park. They will resume session in 
ee ee, ee ee Py BP Mexican Central.—A branch is now being built from | New York on Sept. 20. 
is on condition that no adverse legislation shall be had con Jiminez, Mex., on the line of this road, to the Sierra Madre | 


ine th a | Mountains, It is the work of a syndicate composed of Paris,| Pendleton & Wallula.—Trackiaying has begun on 
<> oy OC | London and Frankfort capitalists. This company will en-| this road at Wallula, Wash. Ter. Enough rails and ties are 
Duck River Valley.—The gauge of this road, which | deavor to develop an extensive tract of country, making | on the ground to complete 5 miles. Grading has been finished 
runs from Columbia to Fayetteville, Tenn., 48 miles, is to be | their line a feeder to the Central. for 25 miles and the Walla Walla River will be bridged in a 
widened. | The strike on this road is said te have entirely collapsed. | few days. 


Freights are now going through without delay. | 
Duluth, Pierre & Black Hills.—The surveyors of | . okies : ‘ | Pennsylvania.—Four brakemen and the wife of one of 
this line are now at Faulkton, Dak. Right of way to that; Mexican National.—The contract for building the 114| them have been arrested on the charge of breaking open 
point from Aberdeen, 46 miles, has been secured. | milesof this road between San Miguel de Allande and San | freight cars and stealing goods from them. The thefts were 

: | Luis Potosi has been awarded to J. H. Simpson and William | made on cars between Philadelphia and points in Pennsyl- 

Duluth, South Shore & Atlantic.—The grading on | Garland. The work is to be commenced not later than one | vania and New Jersey. 

this road is completed 20 miles out from Dogwood, Wis. | month from the date of signing the contract, and it is to be | The statement of the business of all lines east of Pittsburgh 
About 1,500 men are now working on it. Tracklaying is | completed within a a: The company received over 40) and Erie for July, 1887, as compared with the same month 
ae 12 miles west of [ronwood, Wis, toward Ash-| pids for the work. The contractors say that trai..s from the | in 1886, shows an increase in gross earnings of $297,695; 
Jand. ; the United States to the city of Mexico will be running in |.an increase in expenses of $204,780; an increase in net earn- 
Eastern Ilinois & Indiana Line.—Incorporated in less that 12 months. ings of $92,915. The seven months of 1887, as compared 


. Fy i iod of 1886, show an increase in gross earn- 
Illinois. It is to build a road from a point on the| Minnesota & Northwestern.—The company has com- | ‘With the same period of 1886, sho § P 
Indiana State line within 20 miles of the Kankakee River, | pleted 18 miles of track between Freeport and Ehzabeth, | i288 of vata op a eh er deve ey Fy rn oO 10 eet 
in Kankakee County, Ill., to a point.on the Chicago & East: | [ll., and the road will soon be completed to the state line, | Bi Myron” ah Coron et cen cade of LAMM dhatain aur 
ern Illinois road, within 20 miles of Beecher, Will County. with the exception of the tunnel near Galena, which cannot plus toe liabilities of $497,492, being a gain as com 

Capital stock, $500,000, Office at Chicago, be finished for some eight or ten months longer. Pith the same period of 1886 of $749,907. pared 





East Tennessee, Virginia & Geor The com-| Missouri Pacific.—The following mileage will be added| The company-expects to have tbe second track on its line 
pany will build shops at Manon, Ga, oa to this system this week; 36 miles of the Taylor, Bastrop & ' to Media, Pa, completed during the present year, 
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Pensacola & Memphisof Alabama.—A meeting will 
be held on Sept. 21, to consider the question of consolidating 
with the Pensacola & Memphis of Florida, and the Pensacola 
& Memphis of Mississippi, and to increase the capital stock. 


Philadelphia & Reading.—The company has obtained 
permission to utilize the boats belonging to the Schuylkill 
Navigation Co., now lying idle along the canal. The boats 
are to be returned whenever the Navigation Company makes 
the request or the court orders, 





West Jersey.—According to an opinion just rendered 
the franchise of this company will not permit it to extend its 
line and lucate a terminus in Bridgton, N. J., as is now pro- 
posed. To overcome this difficulty it is stated that the exten- 
sion will be made and owned by a corporation known as the 
West Jersey Terminal Co. 


West Virginia Central.—The extension ofthis road 
from ‘‘ Thomas,” W. Va., on the main line, is being rapidly 
pushed, The company has about 500 men at work and ex- 





The company bas constructed the largest bonded ware- 
house in Philadelphia, at Port Richmond, and has arranged 
fora line ‘of steamers to operate in connection therewith. 


ects to bave ten miles of read graded before wiuter sets in. 
he character of the country is very rough and mountainous, 
and therefore the work is tedious and expensive. A part of 


Frauk Thomas, of Shippensburg, Pa., has the contract for | the line goes through a tract of country hitherto unexplored. 


grading an extension of the New. Jersey Southern branch of | Wilmington & Weldon.—It is rumored that this com- 
this road. It will be 10 mileslong, extending from Glassboro | pany will extend its road from Williamston to Jamesville, N. 


to Mullica Hill, Gloucest2r County. -It will cross the West | 
Jersey road near Glassboro. 


Pittsburgh & Western.—The company has a force of | 
men engaged in making a standard gauge road of the Paines- | 
ville & Youngstown from Niles, O., the eastern terminus of 


C. 


Winnipeg Transfer.—Letters patent have been issued 
for the incorporation of this company to build a connection 
between the Canadian Pacific and Red River Valley roads. 


the Pittsburgh, Painesville & Fairport. to Youngstown, 0. | Wisconsin Central.—A majority of the second mort- 


The Pittsburgh & Western will extend the line across | 
the river at Haselton, connecting with the Pittsburgh, 
Cleveland & Toledo, or else will run the line along the south 
side of the river to Newcastle Junction, connecting at that 
point with the Pittsburgh & Western. 


Placentia.—Tracklaying on this road in Newfoundland 
began Aug. 24. 


Rainy Lake River & Southwestern.—The surveys 
of this road have been completed from the Rainy Lake River 
through northern Minnesota ‘to Bismarck, Dak. Nothing 
more can be done now until Congress meets and decides the 
petition for right of way through the Indian Reservation. 


Red River Valley.—Hugh Ryan, the contractor, says 
that this line, which is 65 miles long, will be completely 
graded by next.week, and will -be finished by Nov. 1. The 
rails have heep purchased in England and are ready to be 
laid immediately. All contracts for stations have been given 
and the bridges are in course of construction. . 

The injunction obtained by the Canadian Pacific against 
this company has not interfered as yet with the progress of 
work. Tracklaying will probably begin from Morris and go 
south to the Northern Pacific line connection, after which 
track will be laid from Morris'to Winnipeg. 


Rich Hill Dummy Line:—The. charter of this com- | 
pany has been filed at Jefferson City, Mo. Principal office, | 


ich Hill, Mo, Capital, $50,000. 


Rockland, Rockport & Camden.—The town of Cam- 
den, Me., has voted not to aid this company in building its 
road. The location of the line was not satisfactory to the 
Camden people. 


Rocky Fork & Cook City.—At a meeting held in 
Laural, Mont.. last week, it was decided to build this road 
as soon as possible, and Dennis Ryan, of St. Paul, Minn., was 
awarded the contract, with terms to the effect that it shall be 
completed by Jan. 1. 


St. Louis, Alton & Springfield.—The directors passed 
a resolution this week to issue bonds to the amount of 
$1,200,000. The object of theissue is to extend the road 
from Elsah to Alton. 


St. Louis, Arkansas & Texas.—Fifteen miles of grad- 


gage bondholders have agreed to the exchange for securities 
of the new corporation. Euough of the first mortgage bonds 
have been sold at par to assure the completion of the con- 
templated improvements. 








TRAFFIC AND EARNINGS. 





The Inter-state Commission. 


The Trunk lines have filed their answer to the complaint of 
|the Merchants’ Freight Bureau of July 27 concerning car- 
| load rates from New York to the West, which was noted in 
| the Railroad Gazette of Aug. 5. The Board of Trade and 
| Transportation and Messrs. Longett made similar petitions, 
| and the answer applies to them also, 
| The reply of the roads; signed by E. Clark, Jr.; for the 
New York Central; B. A. Hegeman, for the Lackawanna; 
| John 8. Wilson, for the Pennsylvania; Jobn K: Cowen (coun- 
| sel), forthe Baltimore & Ohio; and’ Geo. H. Vaillant, for the 
| Erie, is as follows: 
| 1. The respondents are not advised that the said Thomas 
| L. Greene acted, or was authorized to act, in presenting the 
| said petition, as the manager of the Merchants’ Freight 
| Bureau, or that said Merchants’ Freight Bureau represented 
| and acted on behalf of 281 merchants in the states of Michi- 
| gan, Lilinois, Indiana, Ohio, Pennsylvania and Delaware, 





| and ask that the petitioner be held to proof of said facts. 
2. (This section denies the allegations and recites at length 
| that the new classification was carefully made up and is used 
by half the mileage and 80 per cent. of the tonnage of the 
country; that the revision of July 15 was carefully made 
| after giving shippers and commercial interests a hearing, and 
that it is just and reasonable, and finally that it is believed to 
be satisfactory to the great majority of the commercial in- 
| terests of the territory in which it is used:) 
| 8. The respondents-further allege and aver that the “ dis- 
| tinction in rates as between car-loads and smaller quantities 
| is readily understood and appreciated.” That the difference 
in charge made as set out in said classification between car- 
loads and smaller quantities is based upon fair and equitable 
considerations, alike just to the shipper and carrier, the result 
of careful and intelligent thought and consideration by the 
| officers of the respective companies, and of the joint 
| committee,‘and is just and reasonable; that among the 
| reasons which necessitate the distinction in rates, as between 


ing between Fort Worth and the Dallas County line, Texas, | car-loads and smaller quahttities, is the fact that the average 
was completed this week. It is about settled that the road | cost to the carriers of handling small shipments is propor- 
will cross the Missouri Pacific al a town called Carrollton, | tionately much greater than that of car-load lots, experience 








not far from Lewisville, in Denton County. 

The Little Rock & Eastern and the Arkansas & Southern 
roads, now under construction, have been consolidated with 
the above named road. 


St. Louis & San Francisco.—Chief Engineer Dun is 
reparing for the extension of this road from Paris, Tex., 
Roberts. It is thought that work will begin within 30 days. 


St. Paul, Minneapolis & Manitoba.—lIt is said that 
this company has been negotiating for the control of the 
various water powers in Fergus Falls, Minn., with the view 
of building flour mills in that city. The railroad, which 
is being” extended from Fergus Falls to the southwest 
would bring wheat from that quarter. 

The branch line of this company between Tintah and 
Evansville, Dak., 33 miles, has been completed, and regul .r 


trains were put on on Aug. 14. This branch will be operated 


as part of tne Fergus Falls Division. 


San Francisco & North Pacific.—The company will 
commence the construction of an extension of their narrow 
gauge road from Sonora to Napa, Cal., at anearly date. 
Work on the extension from Glen Ellen to Los Guilicos will 
be. commenced at once. 


San Antonio & Aransas Pass.—Grading between 
Flatonia and Yoakum, Tex., is nearly finished. Tracklaying 
will commence within a few days. 


Seattle & West Coast.—Work on this. road is. being 
rapidly pushed, and it is expected to be completed within 20 
days. Leaving Snohomish, Wash. Ter., the road runs up the 
river about three miles, and enters Fiddler’s Bluff. Here is 
acut one-fourth of a mile long through solid rock at an 
average depth of 56 ft. It is well along, and will be com- 
pleted as soon as the balance of the work. ‘The grade to the 
summit, or highest point between Seattle and Snohomish, is 


80 ft. tothe mile. A trestle over a deep ravine between | 


Renton and Newcastle, on the line, is 1,000 ft. long and 80 
ft. in height, and is constructed entirely of hewn squared 
timbers. 


South Florida.—Work on the extension from Tampa to 
Black Point, Fla., is making rapid p Tbe wharves 
and warehouses at the latter place are being constructed. 


Springfield & Southern .—The survey of this road, 
which was begun about six weeks ago, has been completed. 
The route surveyed was from Mount Vernon to Springfield, 
Mo., passing through the county seat of each county through 
which the liné runs. 


Springfield & Southern Illinois.—The surveyors on 
the line of this proposed road bave completed the survey 
from Pinckneyville to Springfield, Il]., 130 miles. The work 
of securing right of way will begin at once. 


Southern Pacific.—The company intends building a line 
from Tolton to'San Bernardino, Cal. 


Tennessee Midland.—An election will be held in Da- 
vidson County, Tenn., on Sept. 22, for the purpose of voting 
$500,000 to the capital stock of this company. . 


Three Fal!ls.—Chief Engineer Woolstencraft is making a 
preliminary survey of the route of this road. He is working 
between Redwood Falls and Beaver Falls, Minn., and from 
the latter place will go to Hector and Hutchinson. 


Toledo Bridge & Railroad Co,—Incorporated in 
Ohio, Capital stock, $800,000, 


| having shown that an average loading of mixed car-loads 
j}at New York does not exceed 5 tons per car having 
a capacity of not than 11, and often 15 or more 
|tons; that to retain small packages until a quantity 
| equivalent to a car-load for any given destination would be 
| received, would involve an unreasonable delay in shipment 
| objectionable to the shipper, who would look to the com- 
| pany for damages, and impossible to the carrier, hecause 
| of want of storage facilities in the meantime, so that the rail- 
roads, in transporting mixed car-loads, must baul 17 tons for 
| every five tons uf paying freight (the empty car itself weigh- 
| ing 12 tons), while in car-load freight the paying freight ex- 
| ceeds the dead weight. To this is to be udded the loss of time 
and expense incident to stoppages of whole traius while small 
| packages are being unloaded at many places, whereas cars 
| containing full loads can be readily dropped from the train at 
| their distination. 
| 4. The respondents further aver that at no season of the 
| year, on any of the lines of the respondent companies, do 
| less [more ¢] than 20 per cent. of their cars go west empty, 
| while on the lines of some cf the respondents the loaded cars 
| west-bound are equal to the number east-bound, and at 
| certain seasons of the year the west-bound traffic preponder- 
ates. An empty car leaving New York is often more valu- 
able to the companies than one partially loaded to a Western 
| point, because of the opportunity to obtain a full load at an 
| intermediate point. 
| §, The respondents further say that if any incidental detri- 
ment may happen to a few individual shippers in the East, as 
| the result of this proper and necessary practice upon the part 
| of the respondents (which these respondents deny), it is much 
| more than overcome by the advantages accruing to jobbers 
| in the cities and large towns in the interior of the country, 
| who buy in the East in large quantities, and transport to their 
| res pective cities for the purpose of distributingin smal] quan- 
| tities within a territory naturally tributary to their in- 
terior cities. 

6. Your respondents further answer that they have caused 
to be constituted a special committee of rauroad officers, 
whose duty it is to consider all communigations from ship- 
pers suggesting changes in classification, and to accord them 
ample hearings, and to submit its recommendations there- 
after as to sucb matters to the railroads interested, as to 
which fact the public has been duly informed; that at the 
last meeting of said committee over thirteen hundred com- 
munications of this character received consideration; and 
that many reductions in classifications were made in accord- 
ance therewith. 

Wholesale grocers and others of Vicksburg, Miss., have 
complained to the State Railroad Commission that the Vicks- 
burg & Meridian discriminates against them by charging 
more for their shipments to interior points than it accepts on 
freight originating at St. Louis, which is brought to it by the 
Anchor Line of steamers. It is charged that the road pre- 
tends that the traflic received from the boats is inter-state 
when in reality it is not. 

The farmers of Vermont are preparing to make out as 
strong a case as possible against the Central Vermont at the 
hearing in Rutland, Vt., Aug. 30, on the complaint lodged 
with the Commission several weeks ago by the Boston & 


| 
} 


Boston by the National teh, which are alleged to be 
lower than those from St. Albans ;to on over the same 
roads, The farmers have engaged Senator Edmunds as 
counsel, and at the request of the state Grange the Governor 
of Vermont has a) ted Lawyer Haskins, of Brattleboro, 
to appear before the Commission, 





Albany, concerning through rates from western points to A 


Sundry Complaints 
The farmers and truck raisers onthe line of the New York, 
Philadelphia & Norfolk in the soutbern part of Delaware and 
in the Maryland Peninsula, complain that this road, which, 
since its completion two or three pews ago, bas fostered their 
business and enabled them to make large shipments to north- 
ern states, is now bringing the same kind of freight from 
Norfolk (Va.) and from North Carolina points at rates as low 
as those from iocal ints, and in some cases lower, thus 
tending to destroy the local business. 

Merchants along the line of the Mobile & Girard have com- 
plained to the Alabama state railroad commissioners that 
the road makes excessive freight charges and discriminates 
against the complainants. 


Delivery of Grain at Buffalo. 


The banks at Buffalo have passed a resolution to .be effect 
that they will hereafter require, in advancing money on car- 
load lots of grain, that each car shall be represented by a 
separate bill of lading, and that oniy those which are made 
out to shipper’s order will be accepted. The Lake Shore & 
Michigan Southern road has issued an order to its agents and 
connections announcing that this rule will be complied with, 
and also that the rule requiring a separate bill of lading for 
each carload will hereafter be followed in the case of all car- 
load freight. 


Minneapolis Wheat Rates. 

A Miuneapolis despatch says that the rates on wheat from 
the wheat tields in Western Minnesota and Dakota, to Min- 
neapolis and Duluth, are causing much disturbance. The St. 
Paul, Minneapolis & Manitoba has made a new tariff under 
which the wheat is carried to Duluth at the same rate as it is 
to Minneapolis. The Minneapolis & Pacific, which is largely 
controiled in Minneapolis, and which cannot take freight to 
Duluth, threatens to reduce its rates so as to prevent ruinous 
discrimination against Minneapolis millers, which it is claimed 
will result irom carrying to Duluth at lower than present 
rates. 


Transcontinental Rates. 


The Pennsylvania road’s refusal to be a party to very low 
overland rates, which was announced two weeks ago, applies, 
as now appears from a subsequent announcement, only on 
west-bound business. The road says that it will accept the 
same proportion as do the other roads on east-bound business, 
basing its decision on the ground tbat the initial road, the 
one that makes the rate and the a ment with the skipper, 
is responsible for any possible violation of the Inter-state 
Commerce law. 


Canadian Pacific Connection with New York City. 
The Canadian Pacific has made an arrangement with the 
New York, Ontario & Western and the Rome, Watertown & 
Ogdensburgh by which its New York City freight will go 
over those roads via Morristown and Central Square, N. 


Ticket Commissions. 


The Denver & Rio Grande system has notified the Eastern 
roads that it will comply with their conditions, as set forth 
in circular letter ‘“* A,” and refrain from paying commissions 
in Eastern territory; but at the same time gives notice that 
it does not acknowledge the justice of the rule, and that its 
policy toward roads that do not object to commission paying 
will remain unchanged. 


Rules for Excursion Traffic. 


The Western States Passenger Association has adupted the 
following rules for the conduct of excursion business, to be in 
effect from and after Sept. 1: 

Certificates shall not be honored later than three days from 
and after date announced for clo e of meeting, Sunday not to 
be accounted asa day. Provided, however, that longer time 
may be granted by agreement between lines in interest, or by 
the chairman in his discretion in emergencies where time is 
not permitted to consult all lines in interest, but such excep- 
tions to the general rule shall in all cases be announced by 
the chairman. No certificates shall be honored which bear 
date of issue (and thus show that going tickets were pur- 
chased) more than three days prior to the date announced for 
commencement of meeting. The reduction of one-third or 
one-fifth fare (as the case may he) for return passage shall 
apply to the lowest regular first-class rate, whether unlimited 
or limited, but for going passage either first-class unlimited 
or limited fares may be paid at the option of the purchaser. 
The ticket for return passage in all cases to be closely limited 
to continuous passage regardless of whether regular fare on 
whicb the reduction is based is unlimited or limited. 


Missouri River Boats. 

A dispatch from Pierre, Dak., says: The completion of the 
St. Paul, Minneapolis & Manitoba road to Fort Benton bas 
ruined river traffic on the upper Missouri The steamer 
Benton passed south to St. Louis yesterday and reported that 
other boats are following. All — four will enter the 
sugar and cotton trade on the lower Mississippi, and the only 
river traffic that will amount to anything will be between 
Bismarck and Sioux City. 


Southern Pacific Reduces Passenger Rates. 
The Southern Pacific Company announces an important re- 
duction in? its passenger rates. The present 4 cents-a-mile 
rates are reduced to 3 cents, the 5 cent rates to 4 cents, and 
the 6 cent rates to 5 cents on all lines controlled by the South- 
ern and Central Pacific railroad companies. This evidently 
means the whole of the Pacific system, but not the Atlantic. 


East-bound Shipments. 

The shipments of all freight except live stock from Chicago 
eastward to seabuard points amounted last week to 19,644 
tons, against 16,416 tons for the week previous. The per- 
centages carried by the different roads were as follows: 
Chicago & Grand Trunk, 9.5: Michigan Central, 18 2; Lake 
Shore & Michigan Southern, 15.3: Pittsburgh, Fort Wayne 
& Chicago, 21.4; Chicago, St. Louis & Pittsburgh, 12.4; 
Baltimore & Ohio, 16.3; New York, Chicago & St. Louis, 
6.5; Cincinnati, Indianapolis, St. Louis & Chicago, 0.4 


Cotton. 


The cotton movement for the week ending Aug. 19 is reported 
as below, in bales : 





Interior markets ; 1887. 1886. Inc. orDec. P.c. 
ness 2609, 0900 11,050 10,261 I, 7 7.7 
Shipments............ 12,031 11,438 1. 593 5.2 
Stock 22,086 47,542 D. 24,556 516 

Seaports 
R * 9,649 8,991 {. 658 7.2 
Exports - 27,171 9,458 I 17,713 186.4 
Stock . 108,217 197,079 D. 88,862 45.0 


Total movement from plantations for the crop year ending 
. 19 was 6,377,903 bales, against 6,498,444 last year, 
5,620,150 in 1884-85, and 5,650,936 in 1883-84. 
The coal tonnage of the Pennsylvania -road for the week 
ending Aug. 13 is reported as follows: 
Coal. Coke, Total. 1886. 
Line of road........... 191,643 90,732 282,375 210,866 





Increase-for the week 71,509 tons, or 74.6 per cent, 
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Railroad Earnings. 


Earnings of railroad lines for various periods are reported as 
follows: 


Seven months—Jan. 1 to July 31. 








1887. 1886. Inc, or Dec. P.c. 

Atch., T. & S. F. 10,620 458 8,244,478 I. 2,375,980 28.8 

Atlantic & Pac.... 1,575,052 777,656 I. 797,396 102.5 

Buff.,N. Y. & P.. 1,509,742 1,446,346 I. 63,396 4.3 

Buff., R. & Pitts. 1,113 620 741.493 [. 372,127 50.1 

*Bur., C. R. & No. 1,509,101 405, 8 103,715 7.3 

Cairo, V. & C. 409,995 351.128 I, 58, 17.0 

California South. 834.219 361,469 I. 469,273 29.6 

Canadian Pac.. 5,779,793 5,158,690 I. 621,103 123 

Cape F. & Y. hag 142.777 119,416 I. 23.361 11.1 

Central of Iowa. 716,535 698,402 I. 18,133 2.5 

Chi & Atlantic’... 1,199.358 835,674 I. \ 43.5 

Chi. & East. Ill: 1,106,929 934,272 I. 172,657 13.4 

Chi., Mil. & St. P. 13,039,472 12,674,602 I 364,870 2.8 

C., St. L. & --- 3,154, 2,568.2. I. 586,644 228 

Chi. & W. Mich.. 781,192 768,294 I. 12,898 1.6 

C.,1..8t.L.& C.. 1,487,256 1,416.199 I. 1.057 5.0 

Cin., J. & Mack.. 257,85 232, 3 24.977 10.7 

Cin., N.O.&T.P. 1,838,135 1,541,247 1. 296,888 12.7 

Ala. Gt. uth. . 830,92 27.538 I. 203,482 32.4 

N.Or.&N.E .. 361,136 337.169 I. 23,967 y 

Vicks. & Mer. 274,723 269,815 I. 208 1.8 

Vicks., Shre. * P. 271,388 227,702 I. 43,686 147 

Cio., Rk. & Ft. 221,787 204375 I. 17.412 8.5 

Cin, ‘yw. & Balt, 1,163,744 1.061 036 I. 102,708 9.6 

Cleve., Ak. & Col. 314,655 297,992 I. 6,663 5.5 

Cleve. & Marietta 169,005 158,491 L. 10,514 6.6 

Col. & Cin. Mid.. 174,488 164,79u IL. 9,698 5.8 

| oy H.Vy. & Tol. 1,444, 1,178,796 I. 5.226 22.4 
Den. f; 4 ee 4,228, 3,496,023 I. 738,014 21.1 

Den. & R.G.W.. 574,703 553.281 I. 21,422 3.8 

Det., B.C & Al.. 269,592 118,212 IL =-:151,380 1280 

Det., Lan. & No. 629,257 665,197 D. 5.940 52 

E. Ten, Va. & G. 2,772,998 2,222.412 I. 550,586 24.8 

Ev. & Ind ....-2:. 128,496 93. 5. 34,507 366 

Ev. & Terre H 473,655 415,263 1. 68,392 14.5 

Flint & P. M..... 1,484,790 1,254,914 I. 229,876 18.3 

Fla. Ry. & N.C.. 605,752 3. 8 62.096 11.4 

Ft. W. & Den. Co. 358,724 205,037 I. 153,687 74.9 

Gr, Rapids & I. 1,297 535 1,087,932 I. 209.603 19.2 

+Gracd Tr. of Can 9,901,955 9,124,203 I. 777,752 8.5 

Gulf, Col. &8.F.. 1,271,467 1,101,829 I. 169,138 14.4 

Houston & T.C.. 1,270,556 1,237,885 I. 82,671 2.6 

lll. Cen. (Ill. Div. ) 4,018,104 3,511,457 I. 506,647 144 
South Div. .... 093, 34. 2,058,014 I. 35,131 pM 

Cedar Falis & M.. 70.934 93,558 D. 22,624 241 

Dub. & Sioux C... 443,149 4°8,7: D. 45,631 9.2 

lowa F. & 8S. Cit 351,164 314,496 IL. 36,668 11.6 

ind., Bloom. & W. 1.427.357 1,349,239 I. 78,118 5.7 

Ind., Dee. & Spr.. 230,973 217,709 1. 13,264 6.0 

*K.C., Ft.S. &G. 1,451,833 1,298.973 I. 152,860 11.7 

*K, C., Spr. &M. 1,094.355 768,424 I. 325,911 42.2 

*K.C., Clint. & S. 133,419 118,853 I. 4.566 12.2 

Keokuk & West.. 168,300 162,397 1. 5,903 3.6 

Lake Erie & W... 1,077,048 §97.788 I. 179,260 19.9 

Lehigh & H.R 142,557 117,791 I. 24.766 11.0 

Long Island...... 1, 746, O18 1,614,166 I. 131,852 8.1 

Lou., Ev. & St. I 197 445.6. IL. 95,847 19.2 

Louis. & Nash.... 8, 08. 411 7,590,307 1. 1,118,104 14.7 

Louis., N. A. & C : a ,655 958, L 263.588 27.5 

L., N. O. ‘ex.. "923 836,930 I. 189.993 22.7 

Marq., H. & O.. Mab ose 614,751 L. 30.933 5.8 

Memphis £ Chas. 884,969 469 I. 194,500 28.1 

tMexican Central. 2,690,693 2,119,804 I. 870.889 26.9 

Mil. L. 58. & W.. 1,760,093 1,191,213 I. 568,880 47.7 

Mil & Northern.. 513,282 344,512 L 168,770 48.9 

Minn. & North. Ww. 613,264 223,013 1. 390,251 175.0 

Mobile & Ohio... 1,289, 1,125,953 I. 163,854 145 

Nash., C. & St. L. 1,713; 157 1,296,058 I. 417, 32.1 

N. Y. C. & H.R. 19, 504. 823 17,590,238 I. 1,914,685 10.8 

N. Y. City &No.. '319'522 582 I. 19,940 63 
N. Y., Ont. &1W.. 813,021 732,721 I. 80,300 10.9 

Norfolk & West.. 2.182.092 1,686,645 I. 495,447 29.3 

Northern Pacific.. 6,619,562 6,087,283 I. 532,279 8.7 

Ohio & Miss... . 2,201,821 2,066,151 I. 135,670 6.5 

Ohio Southern.... 3LL, 261,487 I. 49,919 19.0 

Oregon R.& N.Co 2,686,209 2.753.194 D. 66,985 2.4 

Peoria, yo & E. 478,891 410,710 L 68,18L 16.6 

Pitts. West. 1,079 585 823.192 I. 286.393 21.1 

Rich. & Danville. 2,274,854 2,175,897 I, 98 957 4.5 
Va. Mid. Div... 876,686 810,406 I. 66.280 8.1 
Chas., C.& A.. 429,121 426,953 I. 3,068 7 
Col. & Gr. Div.. 276,596 334,848 D. 68,252 173 
West. N.C. Div. 376,961 283,231 I. 98,750 33.1 

a,O0. &W.. 100 63,200 I. 5.900 110 
Ash. & Sp. Div. 28.400 15,930 L 12.470 8.8 

St. Jo. & Gr. I'd. 604,765 627,656 D. 22,888 3.6 

St. L.. A. & T. H.: 

Maia Be cesc 751.415 673,180 I. 78,235 11.6 
Branches....... 490,935 395,475 L. 95.460 26.1 

St. L., A. & Tex... 1,198,495 879,776 I. 318.719 362 

St. L.& SanF... 3,194,741 2,451,731 I. 743,010 30.3 

St. ye &! Duluth. . 829.5 715,627 I. 118,888 15.0 

St.P ,M.& Map.. 4,075 453 3,519,044 I. 409 15.8 

Shenandoah Val.. 468.523 367,614 I. 100999 37.4 

Staten I'd ....... 477,808 430,142 I. 47,666 11.0 

Texas Pacific... 2.894.975 2,956,151 I. 38,824 135 

Tol.,A. A. &N. 269.3) 183,018 I. 86,350 471 

= & Ohio Cen.. 547.849 421,907 I. 125,933 29.8 

, P. & West. . 497,955 467,238 I. 30.717 6.5 

Valley (Ohio)..... 361,184 a. % 096 12.1 
abash ( West.) 3.512.809 3,021,310 I. 491.499 16.2 

Wheeling & L. E. 04,2 321312 L. 82,947 25.8 

bee Cent.. 1,149,910 848,722 I. 301.188 35.4 

.C.& W. 271: 336127 I 35,794 99.7 
Wis & Minn... 507,703 103,907 I. 403,796 388.6 
| err $176,655,922 $152,922,136 I. $23, 986,106 .... 
D. ae 
PR a. isn cecade: Cesss scccnsceeae 23,733,786 15.5 
Three mouths to June 30: 

N.Y.C.& H.R.. 8,626,374 7,570,411 I. 1,065.963 14.0 
eee 2,729,280 I. 549,184 20.1 
Nine months—Oct. 1 to June 30 

886-87. 1885-86. 
N. La &N.E..... 3,009, = 2.748, _ I, 261,390 9.5 
910 923'34 349 I. 61.561 6.6 

N. Y. C.& H. R.. 25, 746. 98L 96.780 214 I. 3,957,767 18.1 
Net . en ae 9, 421,426 8,056,513 I. 1,364,913 16.9 

Rome, W.& 0... 2. 170,498 1,973,484 I. 197,114 9.9 
WEE lacs ore seen 26, 792,262 I. 134,568 16.9 

Year to June 31; 

Louis. & Nash.... + 080.5) 13.177.018 J. 1,903,566 14.4 
Mi cope, Wee 033. Soot ‘4968723 1. 1,069,807 (21.5 
Om. R. & N.C soos. 248 5,546,545 D. 251,203 4.4 
ite 3 329, 2.564.484 D. 234,84 9.0 

% é Onio Cen.. 961,407 697.989 I. 263.418 37.7 

Kikcet + eawes 288. 124,736 I. 164,068 131.5 
* + Only three weeks of July ineach year. +tToJuly 30. + Mex- 


ican currency 


Early reports of monthly earnings are usually estimated in 
part, and are subject to correction y later statements. 


Coal. 


Coal tonnages for the week ending Aug. 20 are reported as 
follows: 


1 1886. Inc. or Dec. P.c 
Anthracite ......... 713,928 677,111 I. 36,817 5.4 
Bituminous.......... 272,719 262,966 9,753 3.6 


Arkansas Traffic Association. 
The St. Louis, Iron Mountain & Southern, the St. Louis, 
Arkansas & Texas, the Memphis & Little Rock, the St. Louis 
& San Francisco, the Kansas City, Springfield & Memphis, 
and the Little Rock & Fort Smith roads are preparing to 
form a traffic association to be known by the above name. 












ANNUAL REPORTS. 





Southern Pacific Company. 





The second annual report of this company shows the follow- | 
ing lines operated during the year, with the miles of road | 
Dec. 31, 1886: 


Pacifie System. 


Central Pacific Railroad lines.......... 
Leased lines in California. . ; 
Southern Pacific Railroad and branches. . 


1,340.09 
° saer 
1,396.8 





Total Pacific system........ ....-+++.. 
Atlantic System. 
Embracing the lines east of El] Paso, Texas, as follows: 





Galveston, Harrisburg & San anheote Railway .... 936.29 
Texas & New Orleans Rallroad.... ...........+. 207.73 
Louisiana Western Raiiroad ... 11z 
Morgan’s Louisiana & Texas Railroad 22.2... ...: 283.40 
Gulf, Western Texas & Pacific Railway........... 66 00 
New Y. rk, Texas & Mexican Kailway....... ..... 92.00 
— 1,607.55 
Total miles of railroad operated... . .............. 4,846.53 


During the year 1886 the following mileage was added to 
the roads operated by thic company: 

The Oregon Division was extended from Delta 
to McCloud, California, a distance of 36.82 miles. 
The contractors are now rapidly pushing forward the work 
on this line, to connect the railroad systems of California and 
Oregon. 

The San Joaquin Valley & Yosemite Railroad was —= 
structed during the year from Berenda to Raymond, Cal., 
miles. 

Of the Southern Pacific Railroad of Californ‘a, the north- 
ern division was extended from Soledad to San Miguel, 63.90 
miles, and the same line was cuntinued from the last-named 
point to Templeton by the Southern Pacific Branch Railway 
Company, a further distance of 14.80 miles. The San Jose 
and Almaden Railroad was opened as a feeder of the north- 
ern division to Almaden, 7.8 miles. 

In connection with its railroad lines, the company operates 
several ferry and transfer steamer lines on the Bay of San 
Francisco and ou the Mississippi River at New Orleans. It 
also operates steamers on the Sacramento River, running 
between Sap Francisco and Sacramento; transportation lhnes 
on the bayous of Texas and Louisiana, and ocean steamship 
lines as follows: New Orleans to New York, New Orleans to 
Havana, Tampa and Key West; Morgan City to Vera Cruz 
and Galveston, Morgan City to Brazos Santiago, Morgan 
City to Corpus Christi. 

The leases of the following lines, which were theretofore 
leased to the Central Pacific Railroad, were on Nov. 1, 1886, 
leased direct by this company, namely: Amador Branch 
Railroad, Berkeley Branch Railroad, California Pacific Rail- 
road, Northern Railway, San Pablo & Tulare Railroad. 

All obligations under the former leases of these roads, on 
the part of the Central Pacific Railroad Co. as lessee, 
were, on the date named, assumed by the Southern 
Pacific Co., and the Central Pacific Railroad Co. there- 
by relieved therefrom, except the obligation as t: the guar- 
anty of bonds and interest of the California Pacific 
Railroad Co., the Northern Railway Co. and the San 
Pablo & Tulare Railroad Co., which had been made by 
the Central Pacific, and which that company could not there- 
fore be legally relieved from. As to these, however, the 
Southern Pacitic Co. has agreed to indemnify and hold 
harmless the Central Pacific Railroad Co. against any 
liability arising out of such guaranty. 

The results of operation were as follows: 


Pacific System except the Northern Division, 2,860 miles. 


1886 1885. Inc. or. Dec. P, c. 
Gross earnings...... $21,422, 630 $18; 851.400 I, $1,571,230 7.9 
Operating expenses. 11, 036.4 427 9.138.839 1,897,588 20.7 
Net carnings 10:3 835,202 10,732,560 D. 326,358 3.0 
Gross earn. per mile 7,490 iushases: 8 8 4 Rage ca ae 
Net - ee nce? Kk aw ehwe os 
Per cent, of exps.... 515 ee Ga eheneede 5.5 

Northern Division, 289 miles ; average operated, 227 miles. 

Gross earnings...... $1,649.825 $1, pa 763 I. $368,062 28.7 
Operating expenses. 837.860 8, 913 I. 98,947 13.3 
Net earniogs........ 811,965 542) 850 I. 269, 115 49.5 
Gross earn. per mile RES er Ere 
Net ee EO a ee ee 5a 
Per cent. of exps.. 50.7 57.6 D - 6.9 


Atlantic System, 1,698 miles operated. 


Gross earnings...... $8.586.618 $2.2 page D. $631,991 6.8 
Operati: g expenses. 8. 493,807 326 I. 1,187,481 223 
Net earnings. 2,092, ‘811 S12. 283 D. i, 1819. "472 46.5 
Gross earn, per ‘mile Me auesteus?) ~  waleev eae 

et a ee ee 
Per cent. of exps.. 756 57.4 I. 18.2 


Ccutieies Income Account. 

The results of the operations as given above are summar- 
ized in the following table. In this table appear $138,809 of 
gross earnings, and $146,562 of operating expenses due to 
the Sacramento River steamers, which do not appear in the 
operations of the Pacific system. 





Total. 
4,846.53 miles of 
railroad; also 
Pacific system. Atlanticsystem. steamship 
3,148.98 miles, 1,697. otal miles. lines. 
Gross earnings .$23,211,264.49 $8,586 617.53 $31,797,882.02 
Operating exp... 12,020,848.65 6 493, 806.93 18,514,655.58 
Earn. over oper- 
ating exp . 11, -_. 415.84 2,092,810.60 13,283.226.44 
Rentals received. 505,791.12 54,900 00 560,691.12 
Total surplus... 11,696,206.96 2,147,710.60 13,843,917.56 
Rentals paid..... 1,621,034 43 246,130.72 1, ‘867, 165.15 
Tamen,... (Mi... 716,229.53 179,393.16 888,622.69 
Balance surplus. 9,358, 1,729.186.72 | 11,088,129.72 
PI NNN oboe sie snabneed: commndunseebe $11,088,129.72 
Add interest poy SET IIR, | dives wchegrexcuusees 465, 301.43 
pk eer la a ARORA ET: $11.553,431.15 
Out of which is payable: 
* “sees of lines in Texas and Louisi- 
UesbahUaeueats suucnees $27,940.79 
Sale on bonded debt paid and ac- 
crued ... ..8,754,810.08 
Interest on notes and accounts paid.. 330,191.29 
Betterments and additions ............. 560,856.00 
Central Pacific Railroad Guiting funds. 778,500.00 
Central Pacific Railroad sinking fuad in 
are . 418,271.56 
Net profit of Central Pacific lines for 
the year ending Dec. 31, 1886........ 1,324,998,31 
——$12,195,568.03 
ietnsirnnh ktiakckede aes Aehaahenbe bhuben 6k $642,136. 88 
Less due from lessor Py meh as under 
lease of March 1, 1 being deficit 
from operations for the year 1886; 
pavable from subsequent operations 
of same properties. . . $743,525.13 
Due from other leased lines on opera- 
tions for the year 1886............... 79,234.14 


————— _ $882,750.27 


ORR RRR Oe Beek ween eee tees cae 





The condensed balance sheet is as foliows : 







Assets. 

INI cs tin sey sn < 10600000 2csbecheceeicvesce SE aan $88.125,820 

MIS rorco-his 5 aA acGS fGleew tab es on ese cansandedhecstelest 999,¢ 
[I MAS na xkn bpd dedinnnie neh hnbeencncktee raddiere tee 671,851 
Accounts and balances receivable..............+-..++-- 3, £70,819 
| Due from Central Pacific Co.. 2,147,034 
** lessor properties: .. 743,525 

si ‘* other leased limes 79,° 
Supplies for operation................essesesseseees .. 3,393,582 
| Property owned in Louisiana, Texas and California... 27,768 
4 PUD 5s diane! 365 5d Kdnedennn eck +eganer $99,358,723 

Liabilities. 
| Capital stock outstanding............... ...sseseee $89,027,770.00 
| Interest, due and accrued..... .....5 sscscsesses oes 3,188,745.83 
| Bills, accounts payable, vouchers, “per- rolls, ete ... 5,452,392.60 
| Due Central Pacific R. R. Co. on May 1, 1887, for 

net profits for the year 1886...................... 1,324,998.31 
Total liabilities and capital stock..... ............ $98,993,906.74 
EE NES nica ncnkiatcéhnnsstnnnacnches Guanes 364,827.94 


The report of the President says of the diminished net 
earnings: 

‘*The transcontinental rate-war, which commenced on 
Feb. 18, 1886, continued till after the close of the year. 
During this period the transcontinental rates were unrreason- 
ably low, and doubtless in some cases below the cost of car- 
riage. As the lines of the company torm—with an unimpor- 
tant exception—the western portion of all transcontinent 1 
routes terminating in California, as well as the whole of the 
Sunset Route between the Atlantic and Pacific, the income 
of the company has been affected to a very large extent by 
this struggle for transcontinental traffic. The enormous in- 
crease of traffic which we have carried at war rates has been 
accompanied by a large inc:ease of .expenses; so that the net 
results for the year are less than for 1 Since the Inter- 
state Commerce law took effect April 5, 1887, the tra scon 
tinental lines have made an agreement whereby rates have 
been practically restored. 


* * * ‘Tt will be seen by the reports of the managers of 
the respective systems of the company that the increase of 
expenses in 1886 is to a large extent due to increased repairs 
and renewal to the roadway, bridges, buildings and rolling 
stock of the compary, all of which were in better condition 
on Dec. 31, 1886, than at the close of the previous year 
These expenditures were chargei to operating expenses. 
There were also betterments of and additions to the pro; 
ties made during the year, charges amounting to 3560,8 


‘* By an agreement entered into during the past year tie- 
tween this company, the Central Pacific Railroad Co., and 
the Pacific Improvement Co., the completion of the line con- 
necting the railroad systems. of California and Oregon was 
provided for. The er obstacles, both of a financial and 
engineering nature, which have so long prevented the com- 
been of this much needed line, it is believed have now 

nm practically overcome by this agreement. The Pacific 
mprovement Co. has contracted to finish the road from 
Jelta northerly to the Oregon line ; and to take in payment 
naniee bonds and stock of the Central Pacific Railroad Co 
It also agrees to acquire control of the Oregon & Cahfornia 
Railroad, and immediately thereafter to complete that road 
toa connection with the Central Pacific. It further agrees 
to cause the Oregon & California Railroad Co. to enter into 
a perpetual contract with the Central Pacific Railroad Cé., 
securing harmony in the operaticn of the through line, equit- 
able prorating for services, and agreeing never to give toany 
other company any better terms for through traffic, and for 
the interchange of business, than it gives to the Central 
Pacific. The Southern Pacific Co. agrees to lease from the 
Central Pacific the new line of ‘the latter company when com- 
pleted to the state line ; increasing the rental now guaran- 
teed, from $1,200,000 per annum to $1,360,000; also to pay 
over any net earnings in excess of the last-named sum, not to 
exceed m all $4,080,000 per annum. During the year the 
construction was carried on as rapidly as the very difficult 
nature of the work would admit. The line was extended 
from Delta up the Cafion of the Sacramento for a distance 
of 62 miles, and was completed on Dec. 31 toa point near 
Edgewood. The operation of the road to this point was 
commenced on the Ist of January following. The road is 
now completed to the state line, leaving a gap of about 20 
miles to a connection with the line of the Oregon Co., which, 
it is believed, will be closed during the current year. 


‘** On March of the present year, this company ratified the 
agreement which secures to it the control of theOregon & 
California Railroad, and its operation as a through line in 
connection with the Central Pacific, as well as providing for its 
early completion toa junction at the California state line. The 
agreement was made with committees representing the stock- 
holders and bondholders, by which the Pacific Improvement 
Ce. receives the stock and the second mortgage bonds, 
and the Southern Pacific Co. receives the first mortgage 
bonds. The second ——- bonds are to be canceled 
and the mortgage satisfied of record. The first mortgage 
bonds are to be exchanged for new bonds at the rate of 110 
of the new, and £4 in cash for the old; the new bonds to be 
—" arate not to exceed $30,000 per mile of completed 
road, 


The sources of gross earnings were : 


I curs dis nak dons Sn kanie sched dietwee SE bebe Dodece $18.668,421 
PORTRNEP BG DAREERS. 5 20000. & vices. s00teccendcecdes ‘ 8,536,375 
IN 65:0 5560 0d baba cade ~besee0e 504+00n080 1,156,029 
ME, COGN onc ceccccdccveerece © s0ccdecveccsees 322,498 
rota 2 abn Sos SHAS. Od aes > ons esa eR eenas owes 2,378,418 
IN 5d sic ide veweviwanadabeusedsnsebtes \senen 736,140 

ni eseks, abibike crcune 6; daedndeeeetonephacenee $31, 797, 881 


Of the gross earnings about 73 per cent. came from the 
Pacific system and 27 per cent. from the Atlantic. 


In the Pacific system the tons of freight carried increased 
28.6 per cent., and the number of passengers 4.3 per cent., 
and the train miles increased 25 percent. The cost of motive 
power per mile run diminished 4.0 per cent. 


On the Atlantic system the tons-miles increased 73 per cent. 
while the rate per ton-mile decreased 42.25 per cent. The 
increase of tons carried was 25°25 per cent. showing that the 
greater part of the increase in tonnage was in the transcon- 
tinental traffic, which was carried at a very low rate. The 

ol traffic bas shown a similar tendency, but'in much 
| The number of passengers increased about 3.0 
per — while the compensation per mile decreased 9.0 per 
cent 


The equipment at the close of the year was : 


Locomotives. ............. : 
Passenger vars a 

Sleeping cars..... 
Emigrant sleeping cars ... 
Baggage, postal, etc., ete . 
Caboose 
Box and stock and fruit 
Platform, etc., etc 








And the usual equipment of service cars, 








